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Method of Attaching Check-Chains to Cars of the 
Boston & Albany Railroad. 


The engravings are copied from drawings furnished by Mr. 
¥. D. Adams, the Master Car-Builder of the above-named road, 
to the Committee on Check-Chains, and referred to ia their 
report made to the Civcinnati Convention in June last. The 
method of attachment is so clearly shown in the cuts as to re- 
quire but little explanation. Fig. 1 is an end view of truck 
and floor-timbers of the car-body. Fig.2is a planof the truck- 
timbers with chains attached. The peculiarity of Mr. Adams’ 

jan consists in attaching the upper ends of the chains to the 
= platform sticks or the timbers to which the draw-bar is 
attached, instead of the outside sills, as is usually the practice. 
For this purpose he uses @ plate of iron % of an inch in thick- 
ness and three inches wide, with hooks, 
b, b, at each end. This is bolted to 
the under-side of the draw-timbers as 
shown, ata point about 6 inches forward 
of the wed, so that the chains when 
in position will hang clear of the truck 
jo The dotted lines in fig. 1 show the 
osition of the chains when the truck 
94 deviated from the line of the track, 
as indicated by the dotted lines in fig. 2. 
The main purpose of check-chains being 
to keep the truck from getting crosswise 
the rails when the wheels are off the 
track, this would seem to be a very good 
arrangement—much better, at all events, 
than any in use—or rather on exhibition. 
It is claimed by Mr. Adams that this 
plan secures an unusually strong attach- 
ment, and is very simple in its applica- 
tion. Achain from the corner of the 
truck to the ceuter-timbers of the car 
affords a more direct line of resistance 
when the truck is off the rails than if it 
extended from the corner of the truck to 
the sill. In case, however, of a broken 
wheel, cr if the forward wheels should 
fall into a cattle-guard, or other opening 
in the road-bed, this method of attach- 
ment would not hold the truck up as 
wellas if the chains were fastened to 
the side-sills; but probably both contin- 
one cannot be | provided for 
any one method. The strength of 
the fastenings is the main thing when 
check-chains are brought to a practical 
trial. Whether the plate bolted to the 
under side of the draw-head timbers is 
ty strong will depend of course 
upon the bolts; but would it not be ca- 
pable of more resistance if bolted on top 
of the timbers ?— National Car- Builder. 








Prices of Rails in September. 
. 





Bigelow & Johnson report prices of 
foreign iron rails at $48 to $50 gold, and 
foreign steel nominal ; American iron at 
$55 to $60 and steel at $80 to $85 cur- 
tency; old rails at $31 to $32 currency. 
The imports at New York during the 
month were 6,651 tons of steel and no 
iron; for the nine months ending with 
September 65,058 tons steel against 
72,663 last year, and no iron, against 
41,449 tons last year. The firm says: 

* New Rails.—There is a general com- 
plaint of lack of good business, and al- 
though enquiries are more numerous 
yet the anticipations of activity so pre- 
valent some time ago have not yet been 
tealized. In foreign there has been 
only a trifling amount of business dur- 
ing the month, but in American some 
considerable sales are reported, and the | 
immediate outlook is rather brighter. H 
Prices are probably at their lowest, ; 
though the idea is becoming prevalent ! 
that we must wait till Spring for the 
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long hoped for revival. In steel there 
have been some considerable sales at tair 
prices. This article can now be pur- 


: at_ so moderate a figure that we 
think the demand must be greatly stimu- 
lated and increased Scosaitewadl 

Old Rails.—Several thousand tons 

have been sold during the month, chiefly 

ever of T rails from home roads at 

low figures. ‘The demand is not great and there is still an 

— of supply. Double heads are offered at £4 7s. 6d. f. 0. b. 
ion, 
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Grand Trunk Railway—Change of Gauge: Montreal 


to Portland and Riviere Du Loup—506 Miles of 
Main Line. 





To Tue Eprror or THe RAILROAD GAZETTE: 

The last Broad-Gauge trains arrived as follows : 

At Montreal on Friday, Sept. 25, at 9 o’clock, p. m. 

At Portland on Saturday, Sept. 26, at 2 o’clock, a. m, 
om 20 Levi (opposite Quebec) on Friday, Sept. 25, at 6 

p.m. 

The Railway from Montreal to Portland and Point Levi was 
teady for narrow-gauge traffic at 9 o’clock, s. m. of Saturday, 
September, and trains were started from Montreal at 11 

Glock, a.m., Portland at 1:30 p- m. and Island Pund at 1:30 
PM. of Saturday 26th, and from Point Levi on Friday 25th, 
“9 o'clock, p.m. 

On Sunday forenoon the men were collected from the Quebec 
8d Richmond Branch and carried to Riviere Du Loup Branch 

Quebec) 118 miles, and this district was ready for 
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narrow-gauge traffic by Monday 28th of September at 9 o’clock 
a.m. 

Total quantity of labor employed, 34% men per mile. 

Thia makes the whole Grand Trunk system (1,8884% miles) of 
the uniform gauge of 4ft. 84%in. 

E. P. Hannarorp, Chief Engineer. 

(Mr. Hannaferd sends us the following circulars, which ex- 

plain the details of carrying out this great work. ] : 
(Circular No. 16.) 


MontTrREAL, September 14, 1874. 
NARROW-GAUGE—MONTREAL TO PORTLAND AND RICHMOND TO 
POINT LEVI AND RIVIERE DU LOUP. 


Instructions to Overseers and Foremen, 


All foremen will be under the overseers, as per printed lists, 
and must carry out their orders. 

Each section foreman will be.esponsible for the narrowing 
of his section, and all trackmen must work to his orders. 

All extra men furnished from west of Montreal, to work be- 
tween Montreal and Gorham, will be distributed in lots by Mr. 
F. L. Williams, who will be provided{by mejwithfa list, showing 


Fig. 1. 
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the number of men to be put out at each station, where they 
will be met wy the section foremen. 

Mr. W. F. Dearden will distribute the extra men between 
Richmond and Point Levi. 

Roadmasters and others furnishing men must understand 
their men are under the control of these distributors, and that 
no men are to be appropriated otherwise than as the distribu- 
tors may direct. 


Arrangements are made for providing meals and accommoda- 
tion for extra men from a distance. Overseers must collect all 
accounts, certify and send them yenety to me at Montreal 
for payment. ‘Any accounts paid for overseers must in all 
casex accompanied by vouchers. Hand-cars will be pro- 
vided, but overseers can employ other means of transit that 
may offer so as to get speedily over their districts. 


In cases where stringers are to be narrowed in, section fore- 
mea must see to the blocking being firm and the rods put in 
wong, where new rods are not provided the old ones are to 

ave wooden washers, which will be ready made. 

Each gang will be provided with a gauge ot 4 feet 8% inches, 
and foremen must see that the track is narrowed correctly 
to gauge. 

Section foremen must go carefully over their sections one 
week before the change of gauge to see that all culverts and 
cattle-guards are in perfect order for being narrowed, either 
with a third stringer in place, or, where the stringer has to 
be narrowed, to see that the bed is properly prepared, cleaned 
off and level, and that the necessary rods and blocks are on 
hand to make secure after narrowed. 





In the event of any culverts or cattle-guards not being in 
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proper order it is the du 


of each section foreman to set 
— if in his power, and, 


not, to notify his Roadmaster in 
sufficient time to put in order. And each section foreman 
must see that the ties are adzed and leveled off to receive the 
rail, and clean of all grit or sand so that the rails can be nur- 
rowed in with promptness. 


The new iron bridges between Montreal and Portland will 
have the rails brought to the center so that both roils will be 
moved; and in such cases, and where, owing to curves or other- 
wise, the narrowing 1s ed from one side of the track to 
the other, the section foreman must in advance clear the bal- 
last from the ties for some distance, so that the track can be 
broken and lifted into place for the change of gauge. All 
joinings of this nature must be run out some distance so as to 
distribute the breaks. 

ion foremen must, one week in advance of the chan 
of gauge, see that all switch gearing is on band, such as sli 
ing bars, connecting rods, socket rods, coiters, and all other 
parts necessary, such new iron work mast be laid alongside 
each switch ready for use; and, in case such iron work is not 
properly provided one week in advance, it is the duty of each 
section foreman to ask his Roadmaster to furnish such with- 
out delay, so as to be on handin advance of the change of 


gauge. 

In cases where head-blocks have to be moved, section fore- 
men must have such cleaned out and ready 
to be lifted. 

Roadmasters must go by hand-car over 
each of their districts a few days in ad- 
vance of the change of gauge, and see 
that everything, as e specified, is ready. 

Overserrs and section foremen must 
see that their sections are properly spiked, 
narrowed and secured, and that the spik- 
ing is well attended to, especially so 
on curves, where it will be necessary to 
use even greater precautions than on the 
straight portions of the road. 

New spikes must be distributed by sec- 
tion foremen a few days in advance of 
the change of gauge, and laid out singly, 
80 an to be ready for use without delay. 

It is the duty of Mr. M. McFarlane 
and Mr. Anson Bliss, bridge inspectors, 
to prepare the bridges for being nar- 
rowed, but section foremen must be very 
caretul to see in advance that where 
stringers on bridges have to be nar- 
rowed in, all bolts connecting stringers 
with cross-ties are cut, and, if not, to 
notify either of the bridge inspectois at 
their headquarters, Richmond, 

Overseers and track foremen must, 
where any third or narrow-gauge rails 
are laid, previous to the °€th of Se 
tember, see that such are secure, the 
stringers narrowed in, and everything 
firm and safe. 

Section foremen must see that bridge 
stringers are narrowed and fastened in so 
that the rail has a firm and solid sup- 
—, and at large bridges, such as Back 

ove, at Portland, and at St. Thomas 
Bridges and others of importance, car- 
penters will be placed. 

Orders for meals at our refreshment 
rooms will be furnished by oversees to 
their men returning home, and these must 
be properly filled in; and overseers must 
be careful to instruct the men that these 
orders are only good at the refreshment 
rooms of this cunepent 

I have been from Montreal to Port- 
land and Richmond to Point Levi and 
Riviere Du Loup, by hand-car, and ex- 
prlane to each foreman the working of 
---" is section, examined the gan e of the 

spikes driven, and the bridges and 

Scuke cattle-guards. I have also arranged each 

gang in position, and the work must be 

ed out according to the instructions 
herewith, 

The main line and one crossing sidin 
at each station being first narrowed, 
hands must assist in the station-yard. 

The men from west of Montreal must 
bring their spiking hammers and claw- 
bars with them; none must be boxed up. 

Overseers must report to me by tele- 

raph to Portland the progress from time 
time, and I shall address the messages 
to their respective headquarters. 

Mr. Hickson’s circular, No. 204, gives in- 
structions as to when the work of narrow- 
ing the main line cancommence, but sec- 
tion foremen can, several days in advance, 
narrow some of the sidings @ yards, 
as the freight trains will only » poing 
west, and crossings will be required onl 
in the case of passenger trains or special 
engines, 

tis intended to narrow the line from 
Chaudiere Junction to Riviere du Loup, 
on Monday, the 28th of September; an 
rg peery A the line from Richmond te 
Point Levi is narrowed on Saturday, 26th, 
a speeial train will be started from Rich- 
mond for Chaudiere Junction toe 

pick up the overseers and men, and 

distribute the same on the Riviere du Loup district. This train 

will be in charge of Mr, J. Y. Lloyd, my assistant engineer, 

Montreal East, who will arrange each gang on the Riviere du 
— district according to my instructions, 

extra men on the main line for some distance each side 

of Richmond that can (after their sections are narrowed com- 

plete) resch Mr. Lloyd at Richmond, must proceed with him 

on the special train, but the regular section foremen and their 

—— gangs on the main line, east and west of Richmond, 

ill not leave their sections after the gauge is narrowed, 

At Montreal arrangements will be made for men to have their 
meals in No. 3 freignt shed. These meals will be furnished 
by the company to men returning from their work, and, by 
applying at this refreshment shed. men will find arrangements 
made for their lodging and meals, and for senling them to 
their homes, 

It is intended to start engines and cars immediately the 
gauge is narrowed, ard _ up men for their homes. are 
requested to lose no time in getting back to their regular 
work, E. P. NAaFoRD, Chief Engineer. 

Instructions for Working the Men, 

Each section (the wrerame length of which is five miles) will 
have two gangs of about eight men in each gang, and, one of 
these gangs being placed at each end of the an, they will 
work towards the center of the section until they meet, bota 
of the gangs will then narrow the station yard if any on the 
section. 

In many cases where there is a large station yard, or more 
than one statien yard, on a section, a special gang in addition 
to the two gangs will be furnished. 

The regular section foreman of the seetion will place a com- 
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etent and man in charge of one his gangs, 


trustworthy 
e having charge of the other r Rene: bay A be | ap ——- 


hand-car with him, he 
fis hand ry othe that portion of his section narrowed by the 
—e to see the gauge is right, and all is secure for the 
8. 


When an extra gang foreman, ora section foreman, from a 
distance takes charge of a gang, it will not be necessary for 
the regular section foreman to go over the whole main line 
done by such foreman until a crossing siding of the station 


ard is 
7"Gection men must be particular to narrow the sidings to 
wood and water supplies early. 

Section foremen must report progress by telegraph to their 

recer. 
*"Rosdmasters Montreal East will see their different section 
foreman betore ney tae Sma e, and again explain the 
method of working the e 
E. P. Hannavorp, Chief Engineer. 

There were also issued printed sheets in tabular form giving 
in separate columns the number of the district of track under 
charge of each overseer, name of its overseer, his head- 
quarters, distance of termini of district from Montreal, 
length of district and names of section foremen for each dis- 
trict. 








Some Notes on the Chicago End of the Baltimore, Pitts- 
burgh & Chicago. 





To tas Eprror or THe RatRoap Gazette: 

The construction of the extension of the Baltimore & Ohio 
Railroad to Chicago is well advanced, and judging from 
present appearances the company may be able to run trains 
into Chicago, over the new line, within three months. Rails 
in considerable quantities have been delivered on the lake 
beach alongside the roadway. Where the railroads approach 
it most closely there are no high sand dunes along the shore 
of Lake Michigan, The Lake Shore & Michigan Southern 
track lies for a considerable distance within a few feet of the 
top of the slope of the beach. The Baltimore & Uhio roadway 
is built between the Lake Shore & Michigan Southern road 
and the lake, and at the point named the track will lie on 
trestle work only shghtly elevated above the ordinary level of 
the water. In order to avoid the trouble tnat will, in the ab- 
sence of such protection, be caused by the formation of ice on 
and over the roadway during the g.les of Winter, the engineer 
will do well to drive a close row of piles out in the lake to 
break up the sea that will otherwise throw its spray over the 
trestle, 

The Michigan Central Railroad Company contends that at 
the crossing of its road by the Baltimore & Ohio the last- 
named company ought to build a viaduct to avoid a grade 
crossing. The Baltimore & Ohio people are reported as reply- 
ing that such a viaduct will cost $100,000, and, moreover, that 
if they build a viaduct at the Michigan Central crossing, all 
the other roads crossed by the Baltimore & Ohio line will de- 
mand a like crossing. A sufficient viaduct over, where the 
gradients approaching the crossing are level, or nearly so, 
ought not to cost more than $55,000 for a single track, or $70- 
000 for a double-track road. 

Even if the viaduct cost $100,000 the advantages to traffic 
and the dimunition of the chances of accident secured by its 
construction are sufficient arguments in favor of such con- 
struction. 

The public and the roads themselves will be protected and 
in many ways benefited bythe discontinuance of grade cro s- 
ings on lines like the Michigan Central, the Michigan Southern 
and the Baltimore & Ohio, and it would be well for all con- 
cerned if the Baltimore & Ohio were to build over or under 
eavh road crossed by its extension. J. M. G. 
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Wheel Tests at the Cincinnati Exposition—Comparative 
Strength of Double and Single Plates. 


The following is a report of a very interesting trial of car- 
wheels which took place at the Cincinnati Industrial Exposi- 
tion on the 24th and 25th of September, when the wheels 
exhibited by the Baltimore Car-Wheel Company were sub- 
jected to a series of tests by a committee appointed for that 








purpose, 

The committee consisted of Mr. H. M. Britton, Chief Engi- 
neer and General Superintendent of the White Water Valley 
Railroad and President of the American Railway Master Me- 


chanics’ Association; Mr. Samuel M. Cummings, Master of 


Machinery of the Pittsburgh, Fort Wayne & Chicago Railway, 
and Mr, Alexander Gordon, of the Niles Tool Works. 

One very important result of these tests is the light they 
throw on the comparative strength of single and double piate 
wheels, The Baltimore Car Wheel Company has for some 


time maintained that where first-class iron is used (such as 


their Baltimore iron, for which a tensile strength of 33,000 lbs. 


in the pig is claimed,) a better wheel can be made of the sin- 


gle than of the double-plate pattern. 


A wheel of each pattern, selected from lots made respectively 
for the Seaboard & Roanoke Railroad Company of Virginia 
and the Old Colony Railroad Company of New England, were v 3 
subjected to similar tests. The wheels were of the same The rates of treight were necessarily low, far less than the 


diameter and weight (460 lbs.) 


The double-plate or ‘“‘ Washburn” wheel had plates ofa per- 
fectly uniform thickness of 3% inch and fourteen brackets run- 


ning from % inch to 1% inches in thickness. 


The single plate was “‘ scant” % inch in thickness and had 


seven brackets 12{ inches thick. 


The wheels were made of the same iren, except that in the 
mixture for the single plate a little more “ high” iron had 
been used, which, while giving a stronger chill, might have 


been supposed to have decreased the tensile strength. 


A line of twelve 11-16 inch holes was bored across the face of 
each wheel, the holes running quite through the plates and 
hubs. Into these holes were imserted steel drifts 7 inches long 


and having % inch taper. 


After 148 blows on these pins with a 27-lb. sledge wielded in 
turn by three experienced strikers,. the double-plate wheel 


showed a crack, an@ with 38 blows more the wheel opened 
evenly acrogs the line of the pins, showing soft, fibrous gray 
plates and a uniform chill of 5-16 inch. 

In the case of the single plate, it was found impossible to 
crack it along the line of the drilled holes, After 133 blows on 
the pins a slight fracture was seen. The wheel was then 
placed at an angle that it might be hit to better advantage, 
and 92 more well directed blows resulted in breaking a piece 
out of the rim, but the line of drilled holes remained un- 
broken with the pins wedged in. The chillin this wheel was 
full 5% inch—twice as deep as that in the double-plate wheel— 
and showed a soft, tough backing and plate. 

The two patterns were further tested by placing a wheel of 
each in one of the hydraulic wheel-presses exhibited by the 
Niles Tool Works, and capable of exerting a pressure of 400,000 
lbs. The wheels had a bearing of 5 inches on the outer rim, 
at top and bottom, and the pressure was brought to bear upon 
the center of the opposite side. The double-plate wheel broke 
at a pressure of 250,000 Ibs. In the case of the single plate 
much greater force was required, but the maximum hand of 
the gauge having caught, the exact pressure could not be as- 
certained. 

An engine truck wheel of the neat hollow-spoke pattern 
maintained its reputation as the strongest form of wheel 
made. With a bearing of four inches on the outer rim at top 
and bottom, the maximum power of the press (400,000 lbs.), 
brought to bear directly upon the center of the opposite side, 
had no effect upon it, Nor could a fracture be made with a 
taper steel pin inch larger at its thickest end than the ‘‘bore” 
of the wheel, into which it was driven up to the maximum 
pressure of 400,000 lbs., without the wheel showing a sign of 
giving way. When afterward broken under a drop, it showed 
a uniform chill of %% inch and soft gray metal of uniform thick- 
ness of a little less than % inch in the arms and ribs. 

Below we give the report of the committee : 


Orncrnnati InpusTaiaL Exposition, 
OrncrnnatTi, O., September 25, 1874. 


At the request of Mr. W. 8. G. Baker, President of the Bal- 
timore Car Whee) Company, we, the,undersigned, acted as a 
committee to test the strength of his wheels by different pro- 
cess ‘8, a8 follows: 

Wheel No. 1 wasa 30-inch double-plate car-wheel, weight 
460 Ibs., having 1211-16 in. holes drilled through and across the 
diameter. Six taper steel pins, 7 inches long, 1% in. at one 
end and 1 in. at the other, were alternately driven by a sledge- 
hammer weighing 26% lbs.; 148 blows were struck, when it 
showed a crack to therim. It then required 36 more blows to 
make the fracture complete. The wheel showed a uniform 
chill of 5-16 in, 

Wheel No. 2 was a horse-car wheel, single-plate, and re- 
quired 23 blows of the same sledge to break the wed, which 
was about % in. thick, and 43 blows more to break a piece out 
of therim. It showed a unifcrm chill of % in. 

Wheel No. 3, a 31-inch double-plate car-wheel, was placed in 
a hydrostatic press, so that it had 54% inches bearing on the 
upper and lowerrim. It required 250,000 lbs. to break it in 
two. The pressure was brought to bear directly on the hub. 
Uniform chill of ¥% inch. 


Wheel No. 4 was a single-plate 30-inch car-wheel, weight 460 
Ibs. This wheel was broken by same press, but the maximum 
hand of gauge having caugh , we could not determine the 
pressure. Uniform chill of 8% inch. 

Wheel No. 5 was a 26-inch engine truck wheel. This was a 
eored arm and rim pattern, weight 445 lbs., and was forced on 
an axle 1-16 in. larger in diameter than the bore of the wheel, 
at a pressure of 300,000 Ibs. It was then removed from the 
axle, and underwent the same test as No. 8, with a pressure of 
400,000 Ibs. without a fracture; this being the full capacity of 
the press. 

heel No. 6 was a single-plate 30-inch oar-wheel, weight 460 
Ibs., and underwent the same test as employed in No. 1, re- 
uiring 183 blows on pins before a fracture could be seen, and 
then 92 more blows were required to break a section from rim, 
mee an even chill of &% inch was shown, and a soft fibrous 
ate. 

Wheel No. 7 was a double-plate, 33-inch car-wheel, weight 
510 Ibs., pressed on an axle, having a taper of 3-16 inch in 7 
inches, and having bearings on outer rim same as in No. 3, 
This required a pressure of 100,000 Ibs. on the eenter of hub 
to crack the plates, and the wheel was not broken open. 

(Signed) H. M. Britton, 
8. M, Cumminas, > Committee, 
Auxex. Gorpon, 





The Northwestern Railroad Tarift Laws. 


— 


The latter part of the annual report of Mr. Albert Keep, 
President of the Chicago & Northwestern Railroad Company, 
relates as follows the origin and history of the acts limiting 
the charges of railroad companies in the Northwest, which 
for the time threaten so seriously the income of his com- 
pany : 

It is but a few years since the first lines of through cars 
were established for the transportetion of freight, between the 
East and the West, without the necessity of frequent tran- 
shipments. At the outset the freights carried were mostly of 
the higher classes or perishable property, but soon extended 
to the transportation of grain destined to such interior towns 
and cities in the East as had before received their supply by 
rail from the sea-board. The facilities thus employed were 
well calculated to | een ty and soon induced, the movement 
of grain in bulk directly to the sea-board cities, especially in 
winter, and the question of eastern and foreign markets 

reatly influenced the amount of business, and in some degree 
the charges that were made for transportation. 


local or terminal rates of the ie aretacing roads further 
west, but were received by the trunk lines to the Atlantic 
cities as an auxilliary source of revenue, which furnished, 
at times, little or no capa though contributing to the 
general prosperity of the railroads and the exchanges of 
commerce. 

These low rates for carrying omy readily challenged com- 
parison with the rates charged by the roads stretching far 
out into the grain-growing districts of the West, ahd it was 
inferred that most of these railroads were exacting unreason- 
able or exorbitant rates wherever they were unaffected by 
competition. 

In the confused understanding of the intricacies of rail- 
road transportation, and of the multiplicity of ever-changing 
circumstances which affect it, there has sprung up within this 
— an unreasonable cen seme in some of the Western 

tates against railway corporations and railway management, 
Most of the roads in that section of the country were built 





interested in the country that was so greatly benefited by 
these roads. 

The State of Illinois, after repeated attempts to regulate the 
rates of transportation, has directed a Boar. of Railroad Com- 
missioners to establish a tariff of rates which shall be a stand- 
ard of prices by law, beyond which the burden of proof of rea- 
sonable charges is made to devolve on the railroad company, 
thus requiring such railroads as were chartered with the 
privilege of making their own rates, to prove themselves inno- 
cent of the crime of extortion, in case they exceed the State 
rates. Commissioners are appointed by the State to promote 
the enforcement of the law. 

Some of the railroads have already been dragged into court 
under this law, and nearly all the principal companies have 
been compelled to become defendants in suits brought 
against them by the State, because of this change of front on 
her part and the exaction, by statute law, of different condi- 
tions for corporate immunity than were before enjoyed, or 
were stipulated by the State in the corporate acts creating the 
companies. 

The state of Iowa has imitated the example of Minois, and 
during the last winter, passed a law which has since come 
into effect by which the railroads are classified acccordin 
to the amount of gross earnings, and an unremunerative an 
inflexible tariff of fares and freights is established for each 
class ; and the State of Minnesota, whose balance of advantage 
from her system of railways—like that of Iowa—is greatly in 
favor of the people who use, rather than of the owners who 
built them, has delegated the making of tariffs for railway ser- 
vice to a Board of Railway Commissioners appointed by virtue 
of ber legislation. 

The results of this policy must necessarily arrest railway- 
building in these States. 

Wiseonsin, whose railroads more than all other enter- 
prises combined have enriched the State and developed its 
resources, passed an act on the 11th of March last, known as 
the ‘‘ Potter Act,” which if lege exceeds in its oppres- 
sive provisions towards railroads all the unjust legislation of 
other States. 


Under this act the Chicago & Northwestern Railway 
Company, together with all the lines which it operates or 
controls in that State, and the Milwaukee & St. Paul 
Railway Company and its dependent lines, irrespective 
of the cost, earnings, expense of working, or financial condi- 
tion of either or any of these railroads—independently or rela- 
tively—as compared with each other, or with roads permitted 
to exist outside of this group, are classified and set out sepa- 
rate and distinct from all other railroads in the State, and are 
bitrary and exceptional requirements laid down for their busi- 
ness: their rates of fare are reduced, their tariffs for freight 
reconstructed, and seven new classes of freight, comprising 
the principal products which the farmer has to sell or buy, 
such as grain, flour, salt, lumber, live stock, agricultural im- 

lements, coal, etc., are eliminated from the usual classifica- 

ion of articles transported by rail, and prices area fixed ona 
sliding scale for their transportation, beginning with a certain 
rate for the first twenty-five miles and diminishing the same 
with every successive stage of twenty-five miles, whether the 
freight goes over one or more roads, or whether those roads 
are in the same or another class, or receive equal or different 
rates for precisely the same service, 

Commissioners are appointed under this monstrous act, who 
are authorized to still further reduce the tariffs at their discre- 
tion, and the attempt is thus made by the State to delegate to 
three persons unfamiliar with and inexperienced in railwa; 
management, the power to prescribe the compensation whic 
we may receive for our business. 

This act went into effsct in the last of April, but its provis 
ions were so palpably crude, unjust and eageee® to all prin- 
ciples of equity, and to the express stipulations contained in 
the charters of this company, which were regarded essential to 
the protection of its bondholders and stockholders, that under 
advice of the most eminent counsel in the country, as to the 
unconstitutionality of the act, the company decided to test its 
validity in the courts, 


Some of the bondholders and stockholders brought a bill in 
equity before the Circuit Court of the United States, in the 

estern District of Wisconsin, to restrain the Chicago & 
Northwestern Railway Conner and the Railway Commission- 
ers and Attorney-General of the State, by injunction, from pro- 
ceeding under the act, and the case was heard early in July, 
when the injunction was denied, the bill dismissed on demur- 
rer, and an appeal thereupon taken to the United States Su- 
preme Court at Washington, where it is expected to be heard 
at the next October term. The Court, however, held that the 
State could not regulate the inter-State commerce; and the 
provisions of the act can only relate to local or State traffic, 
such as is taken up and put down within its borders. 

Ag yet, however, this company has contested the unjast 
rates prescribed by the act, and they indulge the belief, as ad- 
vised by counsel, that the Supreme Court of the United States 
will not affirm its constitutional Mes 6 , 

At the present time an effort is put forward by the authori- 
ties of the State to obtain from their Supreme Court an injune- 
tion to compel the railway companies to adopt the rates of the 
Potter Act. No decision of the case had been rendered at the 
time of writing this report. 

At the same session of the Legislature which passed the 
Potter Act, the taxes imposed on railways were increased from 
three to four per cent. of their gross earnings. ? 

While the State of Wisconsin has made herself conspicuous 
by legislation which would utterly subvert the rig of prop- 
erty, and deprive the owners of her railroads of heir benefi- 
cial use, yet it is due to her people to say that throughout the 
———- upon this Potter Act, with a very few annoying _ 
ceptions, they have evinced the most frien Y disposition, an 
generally concurred in condemning the hasty legislation 
which has brought so much evil, without a provocation, tt 
on railway property within the State. It cannot be possible 
that the business community, or the farmers of Wisconsin, 
whose honesty and intelligence are equal to those of the Lat) 

le of any State, can be fairly represented in the passage at 
This act, and itis confidently believed that when the presen 
excitement shall subside and calmer views prevail, they the 
demand the repeal of the obnoxious measure, and prevent 
recurrence of so great an injustice. ould, 

The continuance of such an act upon the statute book votats 
under any circumstances, be a greater calamity to the 
than to the railways themselves. bs a in- 

Its enforcement might despoil them of their income ani 
pair the value of their property, but the conse ences soy 
paralyze the State, arrest the influx of capita and de nd 
confidence in all species of corporate property, 28 resting 
the verge of confiscation. PF by the 

That these views are not exaggerated, is attested be 
most decided expressions from capitalists in this couse? the 
abroad. The effect of such legislation is fitly portraye 4 “ dis 
following language of one of the eminent counsel, anc . 
tinguished jurist, who was engaged in the case at Madi ald be 

“It is deeply to be regretted that such an act sho 4 
found upon the pages of an American statute. Such le 
tion destroys our credit and repetaiion abroad, and’ andet 
safety at hLme. It embodies the spirit of commune is 
a thin disguise. This spirit, born in the seething ties, and 
France, has covered Europe with its affiliated societies, ©) 
finally traversed the ocean and established itself upon. 
shores. Its principles are openly professed rganise 


by 0 
bodies in our cities, and its doctrines are publicly ; 





by money furnished by Eastern or a oe genome whether 
attracted thereto by the allurements of land grants, by local 
considerations, or by the glowing representations of parties 


The famous gaving of a French socialistic author, 
it is robbery,’ illustrates the beauty of its system. 
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“ With » strange forgetfulness of the fact that all theories 
of ‘egislation which involve an attack upon rights 
will finally and most naturally reach the own ip of land— 
that being in fact the mode in which the attack has emmy 
been made, both in ancient and modern times—the agricul- 
tural classes of the Northwest are banding themselves into 
societies, whose avowed object is seen in legislation like this 
Wisconsin act. Never was there a greater blunder. Of all 
classes in the community, they are the persons most interest- 
ed in the preservation of vested rights and the just adminis- 
tration of just laws. They own the real wealth of the country 
inits land. They are restless and angry now, because the in- 
come the land produces is comparatively small. They have 
gnddenly awoke to the consciousness that they possess & 
jant’s strength, and they are ready to use it with a giant’s 
They consider themselves oppressed by railway corpo- 
rations, and they make’a biind attack upon corporate property. 
They forget in their frenzy that when they have once esta 
lished the principle of compelling by law a man who hasa 
large income to divide it with one who has less, they have 
established a principle capable of indefinite expansion, and 
one which will surely return to ‘plague the inventor.’ They 
forget that in all our towns and cities there are classes who 
demand ten hours’ wages for eight hours’ work, and with 
whom the cry of ‘land for the landless’ is no unfamiliar 
sound. If the legislation now inaugurated shall succ and 
finally reach its logical results in a new distribution of the 
land—taking from those who have to give to those who have 
not—it will be with a grim smile that the holder of railway 
stocks and bonds will recall to the honest Granger the words 
of the German proverb—‘ The mills of the gods grind slowly, 
but they grind exceeding small.’ 

‘Every man not utterly selfish must feel a keen sympathy 
witb the rights and claims of labor, and earnestly desire the 
coming of a time when it shall receive a better reward. b- 
ably much might be done in this direction by wise legislation, 
but certainly the millenium of labor will not be hastened by a 
law which robs an Amsterdam banker of the money he has 
loaned us, in order that our corn may go a little more cheaply 
to market, and that our people may travel upon a railway at 
the rate of three cents per mile.” 

The assertion has so often been made and repeated that the 
railroad companies of Wisconsin, in contesting tbe validity of 
this act, are setting themselves above the State and superior 
to law, that the charge has come to be almost believed by 
many honest persons, and has influenced some, who have not 
taken time to consider it, to an unreasonable prejudice against 
the railroads. 

In contending that they ought not to be deprived of the 
beneficial use of their wopey without compensation, the 
railroad companies are but exercising a right which is not 
only claimed, but accorded to, and freel enjo ed by every 
other corporation and citizen of the State ; and it is submit- 
ted that the assertion of such right in a legal manner, by an 
appeal to the Courts, is no attempt to override law, but rather 
an endeavor to invoke the law for the vindication and enforce- 
ment of a just and uniform legal principle, necessary to the 
existence of government and the protection of every citizen 
corporate or corporeal, in the enjoyment of his rights and 
property throughout the State, 





The Chicago & Northwestern Report. 


The report for the fiscal year ending with May, 1874, gives 
the following table of the railroad lines worked by the com- 
pany: 


Mies. Muizs, 

WISCONSIN DIVIBION.....ccegecessccscces ssveees «+. 868.95 

Chicago to Fort Howards oedeccescescesoe 242,20 

Fort Howard to Michigan State Line...., 49.45 

Kenosha to Rockford ...... ccsccosccccces 72,10 

Chicago Cut-off ......cccesceesceeres ccoon «OSD 
GALENA DIVISION. ..,..---eseeeseereee 900 cocccccce + 812.40 

Chicago to East Bank, Miss, River, opp. 

MOE ccc cccccnsesesaveescesss oceceee 137.00 
Chicago to Freeport..., ..... 


Eigin to Geneva Lake 
Geneva to St. Charles 





ver..... $ises coccsesedoececsevesssese 
EL << socnuccqeeses goeeheosisdeced ones 365,10 
Bridge over the Mississippi River at Clin- 
DIT oct cy ecdeanessatues ane ceabeote 1,10 
Clinton to Cedar Rapids (Chicago, lowa 
& Nebraska Railroad)..............++0 . 81.30 
Cedar Rapids to Missouri River, opposite 
Omaha (Cedar Rapids & Missouri Rail- 
MEME ceeccccccceseseccecees ce-coccccce 271.60 
Clinton to Lyons (Lyons Branch Railroad) 2.60 
Stanwood to Tipton (Stanwood & Tipton 
DE ekaee 00004002 ccc ceseveeeesee 
IN, 0 ooo sass Ces eipenebenteaea 196.70 
Belvidere to Madison,..... ....+.+++ sees 67.60 
Madison to Winona Junction............ 129.10 
PENINSULA DIvIsION...... toe ached i enbieeds ovednadies 170,55 
Michigan State Line to Escanaba.. 64.65 


Escanaba to Lake Angeline Mine... os : 
Branches and Extensions to Mines..,.. 


ORO mOe eee Feweeeeeee sees 





PROPRIETARY ROADS, 


"Iowa MIDLAND RAILWAY........+++ (ernaarakeuals 68.80 
Lyons to AMamose......66 seesecceces - 68.80 


1,498.70 


"La Onossx, TREMPELEAU & Prescott RAILROAD... 29.00 
Winona Jurction to Winona............. 29.00 


"Winona & Sr. PETER RAILROAD.........++se0ee08 330.75 
Winona, Minn., to State Line..........., 288.60 
State Line to Lake Kampeska............ 
Mankato Junction to 
Mankato & New Ulm Railroad 


"Nonruwesreen Union RAILWAY.........2..00000 
Milwaukee to Fond du Lac Junction..... 62.63 


Total... cccccccccccesvecccces erccceces eoesocee 1,989.88 

In this table the 30 miles of double-track line from Chicago 
Turner Junction, where the line to Freeport diverges, is 
ounted as two roads. 

The lines are all owned, except those in Iowa, which, with 
the exception of 8% miles, are leased at rentals which are in 
Proportion to the gross receipts. The railroads given under 
the head of “Proprietary Roads” are really a portion of the 
Chicago & Northwestern's property, as it owns substantially 
all their stock and guarantees their bonds. 

These lines are worked with 869 locomotives (one to 5.31 
Miles) and 9,148 cars (4.66 per mile), of which 27 locomotives 
#4 1,087 cars belonged to the Winona & St. Peter Company, 
the rest to the Northwestern. 

Comparing the property with that at the close of the previ- 
Os fiseal year we have: 





491.18 








1874, 1873. Increase, p. c’ 

Miles of road owned directly......1,142.10 1,072.92 39.18 3.8 

Miles of road leased........... oces 356.60 eeceee «+s: 

Miles of “Proprietary Roads”..... 491.18 490,05 101,13 26.0 

1,950.88 1,849.67 140.31 7.6 

Locomotives....... ercccceccesecee OOO 326 43 13 

train cars 248 4 

t train cars 8,752 0.86 
Service cars...... 58 

, eee eeeeersD 148 9,058 1.0 


Thus the increase of mileage has been 7.6 per cent., in mo- 
tive power 13 per cent., and in cars a little less than 1 per 
cent. 
The new mileage owned consists of the branch of 4% miles 
to the South Branch in Chicago, which is not new but seems to 
be counted for the first time; 1.88 miles in mine extensions in 
the Upper Peninsula, and about 38 miles which remained to 
be opened of the Madison Extension. The extensions of 
“Proprietary Roads” includes the whole of the Northwestern 
Union, and the 384% miles of the Winona & St. Peter in the 
Territory of Dakota. 
The property is represented by the following securities: 
Chicago & Ne 


‘orthwestern, 
Common stock..... ooesnnngieee sees $14,993,060 40 
Preterred stock ......... esdatonvdssoee 21,484,113 42 





Total ($32,800.26 per mile) .........000+-++e++++++ $36,477,173 82 
1d bonds $14,845,000 


ener SOO e e eee teen a eeneeeeee 


Currency Donds.......seeeeeseees seeseees 14,693,500 


Total funded debt ($26,561.01 per mile owned).... 49,538,500 00 


Stock and bonds ($59,361.27 per mile owned)..... $66,015,673 82 
During the year there was an increase of $40 in common and 
$50 in preferred stock, and of $4,461,000 in gold bonds. 

The ‘ Proprietary Roads” had at the close of the year: 


Capital stock ($1,132 per mile)........cesseesseereees e $555,977 50 
Gold Pls beknenesessenes vesteqnevensees $7,875,000 
DONGS .. 6. cececceenes sveeeeseses 6,750,000 

Total bonded debt ($29,775 per mile)..........+... 14,625,000 00 

Stock and bonds ($30,907 per mile) ...........+++ 15,180,977 50 


As the proprietary roads are substantially oanel by the 
Chicago & Northwestern Company, the two properties above 
may be considered as one, but in so doing the stocks of the 
proprietary roads should not be added to those of the North- 
western Company, as they are not liabilities but assets of that 
company. 





he Chicago & Northwestern System, 
Capital stock ($22,751.59 per mile) ........+++s+seeee + $36,477,173 82 
Gold bonds..........++ese9% oeecceee eeeee $22,720,000 
Ourrency bonds ........sseeeeeee epocce 21,443,500 
Funded debt ($27,545.72 per mile)......6..+0++++. 44,163,600 00 
Stocks and bonds ($50,297.31 per mile)............ 640,673 82 


The latter is properly the account ot the seaaation repre- 
senting the property of the Chicago & Northwestern Com- 
pany, covering 1,603.28 miles of road, and excluding the Iowa 
lines, which are simply leased and form no part of the com- 
pany’s property. 

There was no increase in the funded debt of the proprietary 
lines during the year, 

The earnings of the Chicago & Northwestern on the lines 
owned directly and leased were : 








1874, 1873, 
Pagsenger earnings......+.+++e++ $3,426,824 35 $3,509,702 28 
ight earnings......-.++ ssss0+ 10,270,518 95 8,614,260 25 
Express ecarnings..... poeccegecee 264, 287,530 75 
Mail eqrnings.......+..0eseeeeses 266,568 08 205,337 31 
Miscel'ancous earnings.......... e 123,028 63 169,776 16 
Total...... oie oueib.9 00004 covers $14,351,523 33 $12,736,606 75 
Working expenses and taxes..... + 9,275,849 66 8,178,236 71 
Net ecarnings..,...-.+++++ eee+ $5,085,673 67 $4,558,370 04 


The increase in gross earnings was 12,68 per cent.; in work- 
ing expenses and taxes, 13.42 per cent., and in net earnings, 
11.58 per cent. 

After paying interest charges, rentals, and losses on pro- 
prietary lines, the surplus income was $1,355,061.35 in 1873-74, 
against $2,183,913.53 in 1872-78, and $2,618,323.78 in 1871-72, 

A comparison of the earnings and expenses of the propri- 
etary hines for two years is as follows : 


Gross Earnings. Net a 
1874. 1873, 1874. 873, 

Winona & 8&t, 

Peter........ $790,003 30 $718,924 98 $97,737 60 $127,632 63 
Lacrosse,Trem-~- 

peleau & Pres- 

COE. .... +00. 222,520 48 230,551 19 133,135 64 165,776 65 
Winona, Manka- 

to & New Ulm 4,817 05 4,690 65 *5,055 61 *5,283 17 
Iowa Midland. . 98,023 38 84,781 16 22,320 49 1,979 92 
North western 

Union ..... ++ 165,049 07 seeeeees 108,382 68 PPTTT ity 





The increase is nearly 19 per cent. in gross and 28 per cent. 
in net earnings. Tle average mileage open for traffic was 
about 50 per cent. greater, most of it. being road in Western 
Minnesota and in Dakota which at present affords scarcely any 
traffic. 

The average loss on the proprietary roads, per mile worked, 
9s shown in the table, was $1,648 per mile, against $1,385 per 
mile the previous year, 

The operations of the two years for the Chicago & North- 
western proper with its leased lines were: 




















ai 
o 





cernings and expenses of these lines not included in those of the 
Caleago & orthwegtern Railway Company, 


Train mileage— 1873-74. 1872-78, 
PABBCDGCE.. 0... c seers veseesee eevee 2,119,760 2,041,284 
Tcckspeos 000d v0e¢ e6venteneoens 4,587 3,427,559 
GOBTIED. occ cc ccvcccscccccceesccesooes 2,437,147 2,084,243 
DOU. oc cccccccccccsessvccceceses 9,144,280 1,563,086 
Average mileage worked.........+0++++ 1,459.1 1,352.18 
baos seneesdees seseeep 2,823,829 2,479,202 
Passenger mileage............. eoveeees 100,194,533 111,071,927 
Tons of freight carried......... eadecee 3,591,090 2,938,390 
Tonnage mileage.........6s-eeeeceeere 461,412,030 366,475,480 
Farnings per passenger per mile...... 3.14 cts, 3.16 cts. 
Earnings per ton per mile...... o0eenee 2.22 cts. 2.36 cts. 
Per centages of Increase and Decrease. 
Increase in average mileage worked..........s6eseeseeseeeeeeee 8,00 
D in p MOT MICAS ........ccecsccecccceccereseecess 1.74 
Increa e in tonnage mileage........ Cececcccccse + eevececscers 25.91 
Increase in train mileage...........ccceseeceeeeeeeenee Cccccece SEeee 
D in receipt per passenger per mile..........+.s.+ee++++ 0.68 
Decrease in receipt per ton per mile..........+.0seeeeeeee coupes, Ge 
* Deficit. 





$1,280,413 28 $1,038,047 98 $356,520 80 $200,105 43 mad 


Counting a passenger as equivalent toa ton of freight asa 
a unit of traffic, the company carvied 19.47 per cent, more in 
1873-74 than in 1872-73, with a train mileage 21 per cent. and 
an expense 13,42 per cent. greater, and received for the work 
12.68 per cent, more, 

The expenditures on account of capital included the cost of 
steel over ircn of 168 miles of renewed track, making 206.6 


2/ miles now in the company’s tracks. Very large new machine 


and repair shops at West Chicago were completed and the gen- 
eral office building in Chicago, besides which there were 
large expenditures for improvements ot the different roads 
and a considerable amount for additions to the equipment. 
The expenditures for maintenance of track were large 
without example, forming about 25 per cent. of the entire 
working expenses, Besides the renewals of steel there was 
an equal length renewed with re-rolled iron, and 46 miles re- 
newed with rails repaired or re-rolled at the company’s shops, 
and the entire track renewed was more than a quarter of the 
whole. 

The following is a summary of operating accounts of the Chi- 
cago & Northwestern Railway Company and its proprietary 
roads for the year ending May 81, 1874: 
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$9,872 66 $183,702 89] $189,416 80 $14,276,855 26 | 
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The report says: 

** To set at rest all questions in regard to the construction 
of new roads, itmay be remarked that all works of this kind 
which were in progress at the beginning of the fiscal year were 
completed during the year, and no new roads are now build- 
ing, nor are any contemplated. 

“The expenditures made for this class of construction dur- 
ing the year were necessary to complete the new lines and 
extensioiis which had been authorized and entered upon in 
former years, and upon which a large outlay had already been 


e. 
‘The capital expended on the new lines has been faithfully 
applied to’ their construction under the immediate super- 
va m of mo pee officers and Chief Engineer of the com. 
pany, and all ma have been ased and the works 
prosecuted to completion without the intervention, in any 
manner, of ‘construction companies,’ or other intermediary 
instrumentalities.” 

The company’s Land Commissioner, Mr. George P, Good- 


In Michigan, acres. .....+-seesceseses 
In Wisconsin, acres....... erere, 





In Minnesota and Dakots, acres. . 
Total number of scres........ seeeecee sovcceeevees 206,942,381 
Scarcely any sales had been made in Michigan and Wiscon- 


sin for several years down to the close of the fiscal year, 
during which examinations and appraisals were made, and 
since which sales have been begun. These lands are nearly 
all timber lands, and they are bought for the purpose of mak- 
ing lumber of the pine, and charcoal for iron smelting of the 
hard woods. The lumber and iron trades are now so de- 
pressed that no considerable sales are expected during the 
current year. In Minnesota most of the alternate sections of 
Government land were open for free homesteads, and for sale 
at $2.50 an acre until last year, They are boing taken up rap- 
idly, but until the desirable Government land is mostly taken, 
the company cannot expect te make any considerable sales at 
more than the minimum price of $2.50 an acre. 





The report contains detailed tables of earnings and expenses 
for cach of the past ten years, 
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Editorial Announcements. 


Addresses.— Business letters should be addressed and drafts 





made to Tue Raunoap Gazetre. Vommunications 
for the the Editors showld be addressed Evrron 
RatLRoaD GAZETTE. 





Contributions.— Subscribers and others will materially as- 
sist us in making our news accurate and complete if they will 
send us information of events which take under 
théir observ such as changes in railroad officers, organi- 
zations and changes of companies, the letting, ess and 

nay eoatrace Br new works or important improve- 

of ones, experiments in tie of roads 

and mach and in their management, particulars as to 
the business of railroads, and estions as to its improve- 
ment, Discussions of subjects geltetning to ALL DEPARTMENTS 
of railroad business by men agen ge Cena gy Soy with them 

+ are especially desired, 3 will oblige us by forwarding 
early copies of notices of meetings, elections, appointments, 
ond eoliohed” annual reports, some notice of all of which will 
be 


Adverti ite. We wish it distinctly understood thal we 
will entertain no proposition to publish anything in this jour- 
nal for pay, EXCEPT IN THE ADVERTISING COLUMNS. We give 
in our columns ouR own Opinions, and those only, 

’ ae pr vee crotch Aedes 

sider interesting a importa: our readers, 08e Who 

wish to recommend their inventions, machi », supplies, 

schemes, etc., to our readers can do so fully in our 

advertising columns, but it is useless to ask us to recommend 

them editorially, either for money or in consideration of adver- 
tising patronage. 











THE CHICAGO & NORTHWESTERN. 


This company. ranks with the four or five greatest rail- 
road companies in the United States. Working directly 
or through companies which it wholly controls 1,960 
miles of railroad,’ only the Pennsylvania and the Erie 
railroad company excel it in mileage, and the latter only 
since it has added the Cleveland, Columbus, Cincinnati & 
Indianapolis with the Atlantic & Great Western to its 
leased lines. Its nearest neighbor and chief competitor, 





the Chicago, Milwaukee & St. Paul, is not far behind, how-’ 


ever, having with the Western Union, which it controls, 
1,607 miles of road. The Northwesten rtorms really a system 
of railroads converging at Chicago and extending thence 
over an entire quadrant from due north to due west. Last 
year the system became complete for the first time by the 
finishing of certain connecting lines, long contemplated, 
and the company now dispatches trains over its own 
roads from Chicago to Milwaukee, to the Lake Superior 
iron mines, across Wisconsin and the whole width of 
Minnesota into Dakota, and across Northern Illinois 
and Central Iowa to Omaha, to say nothing of the half 
dozen shorter but still considerable railroads which 
diverge from these long lines. Beginning with Chicago 
and working from Lake Michigan westward we have dis- 
tinct lines, first north to Milwaukee and northwest to Fond 
du Lac, 148 miles; northwest and north to Lake Superior, 
424 miles; connecting with the latter 63 miles from 
Chicago and extending northwestward into Dakota, 562 
miles, and from Chicago west to Council Bluffs, 491 miles; 
while by using about 200 miles of connecting road it sends 
its cars on another route 409 miles long to St. Paul; while 
among the shorter lines which may be counted as branches 
of these long ones are railroads of 91, 72, 69, and 44 miles. 
It is one of the most important carriers in Illinois, Wis- 
consin, the Upper Peninsula of Michigan, Minnesota and 
Towa, and has the longest single line existing in Wiscon- 
sin, in Minnesota and in Iowa, The territory through 
which its lines run is the great spring wheat district of the 
Northwest, and it aud the Chicago, Milwaukee & St. 
Paul are the great carriers of this staple to Lake Michigan 
and not infrequently carry three-fourths of all the wheat 
received on Lake Michigan, and their traffic in this staple 
during the last crop year was one-half greater than the 
total exports made from New York, and much greater than 
the entire wheat exports of the country during ordinary 
years. 

The report for the last fiscal year, ending with May, 


shows a satisfactory growth of the traffic. The increase in 
mileage of the roads worked directly by the company 18 
small, but there is an increase of nearly 26 per cent. in the 
freight carried on them, accompanied by a trifling de- 
crease in the passenger traffic (19 per cent.) ‘The increase 
in train mileage was nearly the same (a trifle greater) as 
that in traffic, but it was effected with an increase in ex- 
penses of only 13} per cent. There was, however, a slight 
decrease in the average passenger rate per mile and a large 
one ) 5} per cent.) in the average freight rate, so that an 
addition of nearly 20 per cent. to the traffic produced but 
124 per cent. more gross earnings. Meanwhile the inter- 
est charges and the deficits of proprietary roads (excess of 





3 | their interest charges over net earnings) increased (more 
96 | than a third of their length being entirely new) as follows: 





1873-4, 1872-3. 
Interest on bonds........+.+sese0+> $2,071,686 54 $1,356,884 80 
Deficits of proprietary roads........ 556,671 63 315,287 03 
$2,628,358 17 $1,672,171 83 


After paying rentals, sinking funds, etc., the surplus re- 


2 maining is $1,355,081.35 for the last year, against $2,183, - 


913.53 for the preceeding. This net profit was equivalent 
to 6.307 per cent. on the preferred stock or to 3.715 per 
cent. on all stock of the company. 

Although the gross earnings of this company were great- 
er last year than ever before, exceeding for the first time 
those of 1868-69 when the Union Pacific supplies con- 
tributed more than a million to the earnings, the 
net earnings have been exceeded twice (in 
1868-61 and 1870-71), and the surplus over in- 
terest charges and other liens has not been so small 
for ten years, the great increase in the amount and cost of 
the property, and in the funded debt which represents 
part of the cost, having been accompanied with merely a 
trifling increase of net earnings since the completion of the 
line to Omaha. The company’s investments in new lines 
are likely, for the most part, to be justified eventually by 
their returns, but for the present nearly all of them area 
burden. They have a growing traffic, however, as our 
analysis of the report shows, and now that the sys- 
tem is completed and there is no further ex- 
penditure for the construction of new railroads, we may 
expect to see this deficit grow smaller and soon disappear 
and be replaced by a profit. Still, it will not do to count 
too much on a rapid growth of earnings from the new 
lines based on the country’s recovery from the panic of 
last year. The panic really had little effect on the traffic 
of this company and of the Chicago, Milwaukee & St. 
Paul as well. The exceptionally large wheat crops of the 
Northwest together with the exceptionally great demand 
for it gave these roads a larger traffic than ever before, not 
only absolutely but per mile of road. The increase in 
mileage of the Northwestern was less than 8 per cent., but 
the increase in traffic was 20 per cent. and in freight traf- 
fic 26 per cent. This is for the roads worked directly, 
however, no statistics of the traffic of the proprietary roads 
being givenin the report, though nearly all show some 
increase in earnings. The unavoidable reduction in rates 
also has kept down the income, and this in the case of 
freight was on the average large, though it probably was 
due chiefly to the fact that the lowest-priced freight formed 
an unusually large proportion of the whole traffic, there 
being no such increase in merchandise as in wheat ship- 
ments. The average receipts per passenger and per ton 
per mile have been as follows, for the fiscal years ending 
with May of the calendar years named: 


From From 

Passengers, Freight. 

Cents. Cents. 

DUN 0300 6oneds0ecksneete 0408060006804608000 00004 3.93 3.48 
oo PSE Dee beolcvn es cvédocebue ddsebeterocs WEeeees 4.02 3.13 
oo es ITT TITY TTT eT TTT eit ree 3,29 3.09 
MND vedraccccdecceiondsccctccctestesecs céueeuses 3.31 2.87 
Dede: neepeesidedcendd shbeOsebad oesencanaanad 3,28 2.61 
DEMS She dogoss vb v0de bose odecdbed beececeded coset 4.16 2.35 
BEE. wvccccccedeccccsedccceddeccecsd ccccedvcccces 8.14 2.22 


* Records lost by Chicago fire. 


Of course the enforcement of the Potter law for a con- 
siderable period would cause a still greater reduction, 
equal, it has been reported, to 25 per cent. of the rates 
charged last year. As the whole net surplus of that year 
was but 9.44 per cent. of the earnings, we see that an 
average reduction of only 10 per cent. would have left the 
company unable to meet some of its obligations that year. 

The President, however, believes that the Potter law 
misrepresents the people of Wisconsin, of whose disposi- 
tion to deal justlv he speaks in the highest terms. Com- 
paratively, a small part of this company’s traffic is affected 
by this law; but it is working under a system of legal 
restrictions in Iowa also, and laws tending to its ruin 
exist in Illinois and Minnesota. Evidently there is no 
room for any reduction in its average rates now, though 
they will doubtless have to be reduced whenever there is 
any considerable increase in traffic, as its history, like 
that of nearly all railroads in this country, shows. 








Some Leading Exports. 





The relative bulk of exports, which we considered re- 
cently in connection with the exports from the port of 
New York, is further illustrated by the report of the Bu- 





reau of Statistics for the fiscal year ending with June last. 


From this it appears, as we have said heretofore, that while 
cotton is the most valuable of our exports, wheat exceeds 
it in bulk. We have reduced the amounts of cotton, 
wheat and flour to tons, which with their value are as fol. 
lows for the last year: 

Value. 


COUMOR. 05 oo vecccccccsccccccccesccvocees 301 $211,223,680 
WER cp cchccccnses ete dvccovsssicadeoe 2,131,198 101,421,459 
FIOUF. 0... cccccccccccvccccccccsssscones 29,367,004 


Thus we see that the wheat exports, which were worth 
less than half as much as the cotton to the country at 
large, gave the carriers more than three times as much 
weight to transport, while of the whole production only a 
small fraction of the wheat, but nearly two-thirds of the 
cotton, is exported. Not many railroads, however, have 
occasion to set these products against each other in their 
calculations; cotton is almost the sole primary support of 
many Southern roads, and of very little value to Northern 
ones, which latter are concerned in a more varied traffic, 
though to some wheat alone, and to more wheat, other 
grains and live stock are either the chief freights or by 
their abundance and value control the movement in other 
freights. 

The most striking feature of the table of exports is the 
enormous increase in wheat and flour exports, both in 
bulk and value. We exported 80 per cent. more wheat in 
the last fiscal year than in the one preceding, and got 
twice as much for it, and the increase in flour exports wag 
nearly as great, although in that preceding year our ex- 
ports had been large without precedent. For the three 


years past the values of the exports of wheat and flour have 
been as follows : 


$56,870,744 
70,833,918 

. 130,788,553 
Thus last year the surplu brought 
the country $60,000,000 more than the previous year, and 
this for the most part in a season of panic and great de- 
pression of business. How much this great increase in 
one important product had todo in moderating the effects 
of the financial troubles cinnot be measured exactly, but 
it is probable that but for the happy coincidence of an ex- 
ceptionally large crop and a great foreign demand, our 
crisis would have ranked with the most disastrous in the 
history of the country. We shall have no such assistance this 
year evidently. Not that we have not as much wheat to ex- 
port, but that Europe does not want our surplus, 
or rather but a small part of it, and of course 
will only pay a low price for what it does take. But after 
a year’s waiting we ought to be able to stand alone very 
well, and though wheat and flour are so important an ex- 
port, or were in 1873-4, even then they formed but one- 
fifth of the total value of the country’s exports, which were 
larger that year than ever before. And in other and more 
prosperous years they have formed a still smaller propor- 
tion—in 1872-73 less than one-eighth and in 1871-72 less 
than one-ninth. Moreover, we have returned (or have 
made some progress in returning) to an era of low prices, 
and the dollar which we send to Europe now returns us 
considerably more in European products than it did in the 
times before the panic, which, by. the way, is likely to be 
an era in the history of the world’s trade and commerce. 
Just so far as this general cheapening of products goes 
the lessened prices of and receipts for our products are 
balanced, of course, and if it goes far enough to balance 
them wholly, the chief sufferers from the change are those 
persons and corporations who have to devote a large por- 
tion of their income to the payment of their debts or the 
interest on them, and of these, alas! at least of corpora- 
tions, the number is only too great. The railroads con- 
structed in the flush times of high prices must earn the 
interest on their cost in the time of low prices or become 
bankrupt. The latter alternative is the only one for nota 
few of the companies, as we have seen, 







Retrospect. 





A few weeks ago we devoted some time in looking over & 
bound yolume of Colburn’s Railroad Advocate, published 
twenty years ago, and as our readers will remember we gave 
them some extracts therefrom and reflections thereon. These 
carried us up to the ist of January, 1855, at which time we 
propose to resume our retrospect again. 45> 

That the times then were not all that could be desired is in- 
dicated by the frequent reference to “the hard times,” al- 
though the great panic came nearly two years later. We read 
of “ the force” in locomotive works being reduced, and a good 
deal of the'talk about ‘* over-production,” “liberation of capl- 
tal by the contraction of business,” und the ** supply of money 
becoming equal to the demands of business,” which is always 
heard when business is dull. A short paragraph published in 
the paper of January 6, 1855, headed ‘ ‘The Fate of our Rolling 
Mills,” shows that the condition of things in that business was 
then quite as bad or worse than it is now. It says: “The 
great works at Phoonixville and at Safe Harbor are involved in 
serious financial diffiulties; the ‘Montour Works’ have not & 
cash order for rails; the Mt. Savage Works are closed ; the 
Bay State Mill at Boston will probably close; the Glendon 
Mills have failed in consequence of their agent’s rascality, 
the mills of Harrison, Choteau & Valle, at St. Louis, have been 
burned.” 

In the Advocate of January 20 we again bear, oF — 
see, that the “ Railroad Convention” has effected a permaner 





organization. We see that “the meeting at the Astor House, 
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on Tuesday, January 16, was principally composed of the dele- 
gates to the former meetings. No business of any importance 
beyond the organization was done.” The latter report of the 
proceedings might have been stereotyped at the time, and 
used for all subsequent meetings. The officers were reported 
as follows: John P, Jackson, President; J. B. Jervis, C. F. 
Pond, of Hartford, New Haven & Springfield Railroad ; Thos. 
Hopkinson, Boston & Worcester Railroad; Samuel Marsh, New 
York & Erie Railroad; Wm. G. Harrison, Baltimore & Ohio 
Railroad; 8. 8. L’Hommedieu, Cincinnati, Hamilton & Dayton 
Railroad, Vice-Presidents ; H. 8. Blatchford, New York & Har- 
lem Railroad, Secretary; W. D. Bishop, Naugatuck Railroad, 
Assistant Secretary. 

The general objects of the convention as announced at a 
previous meeting we published in our previous “retrospect.” 
The editor of the Advocate says in his comments on this meet- 
ing that *‘ the stockholders will look to the convention for the 
solution of the following among other problems: 

** Whether American iron is not better, in the long run, than 
English iron, for railroads. 

** Whether continuous rails are not better than the present 
fractional system of rail tracks. 

“Whether railroad tracks would not_ require less expenses 
for iy if properly ballasted with broken stone. 

“Whether electric signals cannot be arranged to precede the 
progress of railroad trains. 

‘Whether iron bridges are not cheaper, stronger, and more 
durable than wooden bridges. 

** Whether speeds of from 10 to 12 miles an hour are not more 
economical for freight trains than speeds of 18 to 30 miles. 

** Whether railroads should be allowed to cross each other at 
grade elsewhere than at established stations. 

‘* Whether railroad cars cannot be properly ventilated. 

‘Whether self-acting brakes cannot be brought into use, 
and whether increased economy and safety would not be ob- 
tained in doing so. 

ee railroad traveling cannot be made comfortable by 
night. 

3 Whether by offering suitable premiums to enginemen, 
accidents might not be diminished, and the pay of enginemen 
thus become adequate to the services rendered by them. 

‘““Whether practical men are not more competent than 
judges and lawyers for the administration of railroads. 

“Whether a limitation should not be made to the number 
of proxies to be held by one man at railroad elections. 

* Whether weekly reports of earnings and expenses are not 
practicable, and worthy of being carried out.” 

A number of these problems have been very decisively set 
at rest, but the presentation of them gives a vivid idea of the 
progress in railroad art and science since they were pro- 
pounded. 

The following protest against the word “railway” would be 
as timely now as it was then. The writer says: ‘‘There is not 
the least impropriety in calling a railroad, a ‘railway’ nor vice 
versa, but when the latter title is applied to an American road 
we feel inclined to the idea that our foreign friends, the bond- 
holders, have become stockholders and bought us out ‘right, 
title and interest.’ ” 

In the numbers of the Advocate published in February and 
March we find a good deal of discussion of the relative merits 
of the link-motion ané the old cam-motion used on the Wi- 
nans’ engines. Itis difficult to look over this now withouta 
smile. The cam has gone into oblivion, and the link is almost 
the only valve-gear now used on locomotives. 

The following letter from the elder jRoebling, published in 
the paper of March 17, 1855, will be of interest, and deserves 
to be rescued from the oblivion which threatensit if not re- 
produced : 

‘ ‘“‘SusPENSION Bripaer, March 9, 1855. 

“The first locomotive passed over the NIAGARA SUSPENSION 
Buiwex yesterday, at a moderate speed. This engine weighed 
28 tons, caused a slight depression of the superstructure, 
which, in the center, measured 3% inches, but produced no 
vibration whatever. The experiment was repeated to-day 
with two other engines, making separate = at the rate of 
eight miles an hour, One ot these, weighing 34 tons, and with 
a well-filled passenger car attached, caused a depression in 
the center of 54% inches. 

“Considering the unfinished state of the work, the above re- 
sults and the total absence of vibration are highly ne 
The successs of the work may be considered as established. 
The strongest gales have no effect on it. The bridge will be 
open for the regular passage of trains in about e.ght days, 

“Joun A. RoEeBiina.” 

The following account of an experiment is also deserving of 
preservation: 

“ Arn Vesse_s on Locomotive Pumps.—By some experiments 
made with thick glass air vessels, upon a locomotive on the 
New York & New Haven road, it was found that at speeds of 
from one to twenty miles per hour the air vessel was nearl 
filled up with water at every stroke of the plunger. At speeds 
of twenty miles and upward an hour, the water in the air 
chamber fell to four or five inches from the top, and a jet or 
column of water, say 134 inches in diameter and 8 inches high, 
Was thrown up at every stroke.” 

In the paper of the 14th of April we see a notice of the trial 
in New York of the celebrated Winans eight-wheeled car suit. 
This remarkable case, as the patent lawyers who were prac- 
tising at that time will remember, was in the courts for a long 
time and was contested step by step up to the Supreme Oourt 
of the United States, when the decision was against the pat- 
entee. The best legal talent in the country was employed on 
it, and had the decision been in the plaintiff's favor, the patent 

Would have been enormously valuable, and in the then weak 
financial condition of the railroads the payment of the royslty 
aimed would have been a serious tax on their resources. 

The paper of May 5, which closes the first volume, contains 
§ notice of the enlargement of the next. Reference to the 
sueceeding volumes we will reserve for a future retrospect. 





Engineering ‘ Interviews.” 


Why is it that more of the substance of the professional con- 
Yersation and discussion that engineers so often have among 
lves cannot find its way into print? It is certainly true 

that Many important results of experience are thus inter- 
changed every day of great interest to many who are engaged 
in the same direction, and yet who may be wholly apart from 
a gmmmmad cf gaining information from personal conver- 


While our profesionsal literature is multiplying, especially 





that which aims to present the daily progress of the times, yet 
even this class of our publications, at its best, fails togive 
more than a little of that conversational kind of information 
that we desire to call attention to. 

Experience shows that at the meetings of professional socie- 
ties, the discussions arising upon the spur of the moment are 
almost always the means of developing information of the 
utmost value. It is sometimes the case, no doubt, that such 
discussions are quite apart from the main subject, in connec- 
tion with which they may have arisen, but it is almost always 
the case that no lack of tangible interest is felt on this account. 
The difficulty of excluding irrelevant matter is the great 
trouble in reducing or compressing such conversation or dis- 
cussion to acceptable form for printing, but even this may be 
overcome by a critical revision, in experienced hands, of the 
text of such information when it has been reduced to writing. 

If some one of the genuine Bohemians of the metropolitan 
press, with a genius for accuracy and a ready pen, were to in- 
terview from time to time our leading men upon current or 
leading subjects, and then to print at full length the result of 
his inquiry, it is almost certain that in time an immense fund of 
valuable information, of a strictly practical or experimental 
character, could thus be accumulated. It is also certain that 
this would be most welcome to very many engineers, who, as 
already suggested, are, through distance or the closeness of 
their confinement to daily duty, debarred from meeting fre- 
quently or at all with their fellows. 

It cannot be forgotten, however, that much of the informs- 
tion that might be sought through this means constitutes an 
engineer’s capital, or stock in trade, and that upon some sub- 
jects which he may have made a specialty any man is entitled 
to keep silent, even when interviewed by his own cunsent. 
Such cases, it is fair to believe, would be exceptions and sure 
to be respected when found. 

Who is there that cannot testify of his own knowledge to the 
great value, sometimes almost priceless, of the experience 
treasured up by men of ripe years, of careful observation, of 
willing mind, but yet of slow utterance, and of still slower capa- 
bility of writing ? Yet many of these men would most cheerfully 
place all they have and all they could say at the disposal of 
any right-minded person who sought their advice or direction, 
or who might seek, for the sake of his fellows, to record such 
unwritten experience, 

Let us, then, hail and welcome the first engineering “ inter- 
viewer”—the one who shall come,with ready pen and wise judg- 
ment, to record that which we all want to see in print, that 
which so many cannot or will not write for themselves, and 
that which each would be glad to be the means of spreading 
before the world. 


Record of New Railroad Construction. 








This number of the Raruroap Gazerre has information of 
the laying of track on ew railroads as follows: 

Easton & Amboy.—Extended from Metuchen east 6 miles to 
Perth Amboy, N. J., and from Bound Brook west 13 miles to 
Neshanic, N. J., making 19 miles in all, 

This makes a total of 1,101 miles of new railroad completed 
in the United States in 1874; against 2,778 miles reported for 
the same time in 1873 and 4,970 in 1872. 








Tue Grain Movement is a little more active. Receipts at 
the Western lake ports, St. Louis and Peoria, for the week 
ending September 26 were a sixth greater in wheat and oats 
and a quarter in corn than for the preceding week, though 
flour, wheat and corn receipts were much less than for the 
corresponding week last year. The total crop movement at 
these places for the week amounted to 119,422 barrels of flour 
and 4,204,222 bushels of grain of all kinds in 1874, against 
158,153 barrels of flour and 5,503,884 bushels of grain in 1873, 
the decrease being 22 per cent. in flour and 381 per cent, in 
grain. Since September 26 the Chicago receipts show a con- 
siderable increase in the business, however, the receipts ot 
flour being 1 per cent., of wheat 94 per cent., and of oats 72 
per cent. greater than for the corresponding week of 1873, and 
the corn receipts less than 1 per cent. less. These receipts 
are nearly as great as those of the week before the panic last 
year. 


Tue NortHWESTERN Corn Crop, according to the September 
report of the Agricultural Department, is less than an aver- 
age, but better than last year, but the returns are so meager 
and indefinite that the report cannot be said to have much 
value, 
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How to Run a Locomotive when the Throttle Valve Fails. 





To tHe Eprror or THE RAILRoaAD GAZETTE: 
Since the “Catechism of the Locomotive” was com al 


gives almost perfect control of the steam, I think the answer 


should show how to bring the engine safely to the terminus 
without delay when possible. 


If the valve is open sufficiently, the engine may be run 
(with extreme caution, of course), working at the usual 
points, except in approaching stopping places, when it will 
be necessary to set the reverse lever at the center of the sec- 
tor (or perhaps at the first notch beyond), to allow the brakes 
to control the train. 

In starting the train, the rails should be carefully sanded to 
prevent slipping. The reverse lever must be kept firmly in 
hand, and used as a throttle, by moving it carefully toward full 
gear, until steam is admitted to the cylinders, when, if the 
wheels slip, the steam must be “shut off” by moving the lever 
quickly to or past the center, If the train is heavy it will be 
best to reduce the pressure of steam in the boiler until the 
engine can be worked at full gear without slipping. 

You can probably exprees this idea in fewer words, and if 
the Catechism in book form is not already printed, I would 
suggest that it be inserted in the answer, or in a separate note, 
unless you see some objections thereto, W. L. N. 

(What our correspondent says is true, and a skillful en- 
gineer could undoubtedly run an engine in the way indi- 
cated, but we think it would hardly be safe in a book like 
the ‘Catechism of the Locomotive,” which is intended for 
all classes of locomotive runners, firemen, mechanics, etc., 
many of whom are comparatively unskillful. Should the 
latter try the experiment, it would be attended with great 
danger, especially on a road crowded with trains. We 
think, therefore, it would be unsafe to recommend loco- 
motive runners to attempt to bring their engines ‘‘shome” 
with the throttle-valve disabled. While the feat is un- 
doubtedly possible, the risk attending it is too great to 
justify us in recommending it in a book like the one re- 
ferred to. Weare glad, however, to receive such sugges- 
tions, and hope other locomotive runners will imitate the 
example of ‘‘W. L. N.”—Eprror Ramroap Gazerrs. } 
= 


The First American Railroad Trains. 








Mr. Wilham H. Brown, of Kane, McKean County, Pa., writes 
under date of August 24, 1874, to the President of the Connec- 
ticut Historical Society, as follows : 


Dear Sin —My friend, Charles Henry Hart, Esq., a member 
of the Philadelphia bar, and now on a visit to this place, called 
my attention yesterday to an article copied from the Courant, 
and published in the Northern Tier Re , of Port Alle- 
ghany, Pa. The article in the Courant purpcrts to be from a 
communication to the Historical Societ; from & correspondent 
in Oregon, and refers to the original picture of the first loco- 
mative and train on the Mohawk & Hudson River road, 
at Albany. The communication states that the writer 
of the article is personally acquainted with Mr. Da- 
vid Mathew, the engineer, who is represented in the picture as 
standing on the locomotive; that he is still alive and living in 
Portland, Oregon. The article states that Mr. Mathew, hay- 
ing somo skill in sketching, had himself, in i831, made the 
first picture sepcenening the scene, the running of the first 
locomotive and train trom Albany to Schenectady, and after- 
wards allowed Mr, William H. Brown to make a copy of it, 
which copy is now in the Historical Society collection, 
own origina. sketch he still retains and has had it photo- 
graphed, With regard, sir, to this statement from Oregon re- 
specting Mr. Mathew’s claim, I will say that there is not m it 
a particle of truth. Iam the William H. Brown alluded to in 
that statement from Oregon, and I will now give the plain 
statement of the facts upon that subject, and my connection 
with the original picture now in the possussion of the Historic- 
al Society at Hartford, of that first locomotive and train from 
Albany to Schenectady. 

In the year 1831 I was in Albany, in the exercise of my 
fession as an artist, and had an office in State street, over the 
store of a Mr, Miller. My style of likeness was the full-length 
ane cut out of black paper and placed upon a white card. 

rom my earliest boyhood I was gifted with that faculty and 
had reached in it (as every one conceded) a great degree of 
mee a and for over twenty-five years made most lucra- 
tve business in the exercise of the faculty, 

As I said before, in 1831 I was in Albany when the first loco- 
motive arrived in that city from the West Point works, then 
in New York city, foot of Beach street. On the 9th of August 
the first experiment with that locomotive was to be made 
upon the road. Just befure the time of the train starting 
from the top of the inclined plane, I arrived at the scene 
and there beheld for the t time a locomotive, 
and was struck with the novel appearance of the ma- 
chine and its train of cars. Drawing trom my ket a letter 
I had received a day or two before, with a few lines only writ- 
ten on a whole sheet of cap paper, and making an a pria- 
tion of the unoccupied part of the sheet, and substituting my 
hat for a desk, I made a rough and hasty sketch of the Cartoun, 
looking machine and its appendages, and at the same time a 
sketch of the engineer on the machine, who, twenty-eight 
years after, I learned was Mr. David Mathew, Just as I had 
made my sketch I was notified that the train was about tu 
start. So, gathering up my papers, I hurried to and fortu- 
nately got a seat in one of the cars and had a ride to Schenec- 
tady. After our return to Albany I made a correct cut (in my 





have examined it with much interest, believing it to be the 
best work on that subject yet published, and presuming that 
you wish to unite correct theories with successful practice 
throughout the work, I venture to criticise the answer to Ques- 
tion 525 (in Gazurre of September 19, 1874) as being incom- 
plete. The question is: ‘In case the throtile valve should 
fail, what should be done?” and the answer only explains how 
to get the engine cooled down, or at rest safely. This might 
lead an inexperienced engineer to suppose that this was the 
best or only way in all cases. 

Now if the valve happens to be open it is only necessary 
that the engineer should keep cool, and if his engine is hard 
to reverse, reduce the pressure in the boiler until he can 
handle the reverse lever comfortably, and with a little extra 
care the engine and train may be brought safely to the end of 
the route without any unusual stop, and,if the valve is open 
enough, without loss of time. 

I recollect at least one case where this was done in mid- 
winter, with a heavy train ot stock and with an old-fashioned 
“hook-motion” engine. 

As nearly all locomotives now have the “link motion,” which 


liar style) from the rough drawing I had made, and that 
identical cutting in black paper I presented to the Connecti- 
cut Historical Society, through Dr. Comstock, one of its mem- 
beis, With vegnee to the passengers represented 1n the cars, 
I will say that [ did not see one of them on that occasion, but 
placed them there from copies of their pictures arranged on 
the walls of my office as specimens of my skill; although since 
then, in a letter I fet from Mr. Thurlow Weed, he informs me 
that he was one of the passengers on the cars on that occasion, 
and he saw me when I made the sketch before starting. 

I had almost forgotten my picture and the incidents of that 
eventful dey, when, in 1859, while weigh-master on the Hunt- 
ington & Broad Top Railroad, and living at Saxton, Pa., I in- 
cidentally saw in a newspaper a notice of that picture being 
lithographed by Messrs. Howard & Co., of Hartford, Ct. 
then wrote to Howard & Oo., stating my connection with that 
original picture in the Hiswrical Society, and requested a copy 
of the lithugraph sent tome, They soon thereafter sent me a 
copy, and in their letter requested me to iaform them of the 
exact date of this experiment and the names of the passengers 
represented in the cars. They bad already aflixed to their 
copy a kind of history of the train, calling the engine the 
‘John Bull,” the engineer John Hampson, an Englishman 
and the date of the first trip 1828, I immediately complied 
with their request, informing them that the engine was the 
De Witt Clinton,” the engineer David Mathew, and the time 
of running 1831, 





At the same time I received the copy from Howard & Co, 
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and at their request I was determined to fix the identity of my 
picture with the ‘DeWitt Clinton,” and not John as 
erroneously called. I addressed a letter to Mr, Erastus Corn- 


ing, the tof the railroad. Mr. Corning immediately 
co ed with my yy and stated that the engine was the 
a Seed Mindy 2% and the Ln trial trip Kee ye 7 eee Ls 
and he kindly sent me by express one e ographs by 
Howard & Co. This second I received a few days after 
the copy sent me by Howard & Co. Mr. Co sent me 
a letter from John T. Clark, to whom he had referred my let- 
ter, giving me farther information upon the subject, but con- 
firm Mr. Corning’s statement that the engine was the De- 
ton, and was run that day by aman who came with it 
from the West Point foundry, named David Mathew, and who 
he believed was then aed living in Philadelphia, On learn- 
ing this I immediately to essor Samuel H. Dickson, 
of the Jefferson Medical College, requesting him to examine 
the city recteny Se the whereabouts of a man named David 
Mathew, a mac! t. This resulted in finding his address in 
Philadelphia, I Mr. Mathew, and heard from him 
in a few days, with a request from bim that I should procure 
for him one of the lithographs from my original picture in 
. I immediately complied with his re- 


the Hartford 

uest by sending him the extra copy I received from Mr. 
Gorn: ° . Clark’s letter put me on the track of John B, 
Jervis, gineer of the road, who ordered the con- 


., the en 

struction of the De Witt Clinton from the West Point Works. 
In Mr. Jervis’ letter I learned that two American-built loco- 
motives had been built and successfully run on the Scuth 
Carolina to the running of the De Witt 
Clinton on the road from Albany; all these engines were built 
at the West Point Works, foot of Beach street, New York. 

Determined to settle this point as to when the first locomo- 
tive was 7 for what road it was built, I proceeded to 


Charleston, th Carolina, and examined the records of the 
company. I Pci pe saw and conversed with the old ma- 
chinist Toow ving) who put the first machine tegether on its 
arrival at leston, I saw and conversed with the man who 


assisted in poving it up, and afterwarns run it as engineer. I 
examined the Charleston Courier and saw an amusing descrip- 
tion of the first experimental trip with a number of gentle- 
men ¢@ ts on Christmas day, 1830, nine months 
before that train ran from Albany. saw in the records of 
the South Carolina Company the resolution that the first 
meeting of the directors adopted four days after the charter 
was obtained: ‘That the should be built for locomotive 
power alone, as that es of power in its application to rail- 
roads would be in pertection by the time the road would be 
finished, and would render the use of animal power a pe.- 
version of the gifts of genius and science.” I saw also at the 
same time a contract entered into at that very meeting with a 
Mr. Miller, to build a locomotive at the West Point Works in 
New York, that should perform at the rate of ten miles an 
hour and draw three times its weight. These facts and a vast 
amount of other information bearing upon the advent of this 
reat msatrumentality (the locomotive) into the United States, 
collected in ~ examinations, and finally was induced to 
compile in the form of a history, which has been published 
from my manuscripts by the , “‘%r of New York, under the 
title of “‘A History of the First Locomotive in America,” 
by Brown, and nearly reached the end of 
the second edition. In this work I sign all the letters and 
statements (under their own signatures) of all the prominent 
actors in this great enterprise, and Mr. David Mathews’ let- 
ters are there to be found, just as I received them. In my 
wort Be is awarded all the credit he is entitled to. I state 
that he was the man who put together on its arrival 1n Ameri- 
oa, the * Stour e Lion,” the very first locomotive from 
England ordered by John B. Jervis, for the Delaware & Hud- 
son Railroad, and first run on the 8th of August, 1829, at 
Honesdale, Pa., Mr. Horatio Allen, a distinguished civil engi- 
neer, stan alone to run it on its first experimental trip. I 
ive Mr. ew credit in my letter for superintending the 
ands in the construction of the first American- 
locomotive for the South Carolina road. 
him credit for superintending the build- 
ing of the second American locomotive, also for the bouth 
Carolina And I give him credit for superintending 
the hands in the construction of the third American locomo- 
tive, the De Witt Clinton, for the Mohawk & Hudson Railroad, 
for accompanying it to Albany, putting it upon the road, and 
running it as ongignas of the first excursion trip the 9th day 
of A t, 1831; but will not award him the credit of making 
the original pen Sa the excursion train on that occasion. 
This I will reserve for myself. 

The sketch referred to by the correspondent from Oregon as 
the original sketch now in Mr. Mathew’s 
nonin ae or less than the lithograph y Howard & Co., 
which Mr, Corning sent me and I transmitted to Mr. Mathew 
at his request. I will give Mr. Mathew the credit of being the 
first locomotive engineer in the State of New York, but not the 
first to run a locomotive in America, for in my History I show 
beyond a shadow of a doubt that the distinguished engineer, 
Horatio Allen, stood alone on and run the first locomotive 
brought to America and run at Honedale, Penn., on the Dela- 
ware & Hudson Railroad, on the 8th day of August, 1829, just 
two years and one day before Mr. Mathew run the “De Witt 
Clinton” at Albany. English locomotive was called the 
** Stour e Lion,” I show trom undoubted records in my 
History, that Nicholas W. Darrell, of Charleston, run as en- 
ginest. the “Best Friend of Charleston,” the first American- 

uilt locomotive, on the South Carolina Railroad, on the 
2h%h of December, 1830, about eight mouths before 
Mr. Mathew run’ the De Witt Clinton at Albany. 
I show in m peer from undeniable teghimoay, that 
the game N, W. Darrell run as engineer the ‘* West Point,” 
the second locomotive built in America, and for the south Car- 
ry) on the 5th March, 1831, about five months be- 
fore Mr. Mathew run the “ De Witt Clinton” at Albany. i show 


in my History that the venerable Peter Coo- 
per, of New York, stood alone as engineer up- 
on his little experimental locomotive run on the 


Baltimore & Ohio Railroad, 28th August, 1830, nearly a 
year before Mr. Mathew run the “‘ De Witt Clinton.” I am 

erfectly willing for the sake of truth and honesty to forego 

e credit that has hitherto been awarded to me of having 
had the honor of making the al drawing of the first loco- 
motive train runin America. I am willing to acknowledge 
that pe Pasig cas picture in the historical society at Hartford is 
only LX representation of the third American built locomo- 
tive train. 








General Railroad BWlews. 


ELECTIONS AND APPOINTMENTS. 


—Mr. H. M. bey bey been ag ea General Northern 
Passenger Agent of the St. Louis, fron Mountain & Southern 
Nest, wits tn tain whee Wer Mescy fitter ein ean 
jurn takes Mr. Morley’s former On as al 
Eastern Agent, with office in New York. me i 


—Mr. Robert — heretofore General Ticket Agent of the 
Fort Wa: Muncie Gincinueli Railroad, has boen appointes 
General eight Agent also, in place of D. T. Disney, resigned. 

—Mr. J.R. Faulkner has been appointed Assistant § in- 
tendent and Train Master of the. International & Great 








ssession can be fF 


Victor has been appointed Assistant General Freight Agent, 
with office in Tyler, Tex. 


-- Mr, D. W. C. Brown has been appointed General Manager 
of the Cincinnati, Sandusky & Cleveland Railroad, in place of 
G. T. Benedict, deceased. Mr. Brown was formerly on the 
Ogdensburg & Lake Champlain road. 


—Mr. F. E. Boothby has been Lye General Ticket 
Agent of the Maine Centrai Railroad in place of J. W. Clapp, 
resigned. Mr. Boothby formerly held the same position for 
several years, 


—Mr. D, J, Flanders has been appointed General Ticket 
Agent of the Boston & Maine Railroad in place of Mr. J. 8. 
Eaton, who retires on account of ill-health. Mr. Flanders has 
been in the general ticket office for several years, 


—Mr. D. L. King, of Akron, O., has been chosen President 
of the Valley Railroad Company of Ohio, in place of Hon. 
Reuben Hitchcock, who has resigned on account of ill-health. 
—The officers of the Michigan & Ohio Railroad Company are: 
President, James 8, Gibbs ; Secretary, F. W. Bathrick ; Treas- 
urer, C. L, Storrs ; Solicitor, Alvin Burt ; Chief Engineer, A. V. 
Powell. 

—The Spicket River Railroad Company was organized at 
New Salem, N. H., recently by the election of the following 
directors: M. H. Taylor, G. W. Wheeler, G. CO. Gordon, Salem, 
N. H.: James Walton, Methuen, N. H.; J. D. Ordway, a 
stead, N. H.; Charles Sanborn, Sanbornton, N. H. ; John K. 
Tarbox, Lawrence, Mass. The board elected M. H. Taylor, 
President ; W. M. Taylor, Treasurer ; Levi W. Taylor, Clerk. 


—The annual mocteng of the Concord & Portsmouth Rail- 
road Company was held in Manchester, N. H., Oct. 1, and the 
following directors elected : Samuel N. Bell, Benjamin F. Mar- 
tin, Nathan Parker, Manchester, N. H.; Stephen Kenrick, 
Franklin, N. H.; Samuel P. Dow, Epping, N. H.; Joseph B. 
Walker, Concord, N. H.; John J. Pickering, Portsmouth, N. H. 
The board re-elected Stephen Kenrick, President, and Col, 
Wm. H. Hackett, Portsmouth, N. H., Clerk and Treasurer. 


—Mr. J. 8. Kennedy, of the New York banking house of J. 8. 
Kennedy & Co., has been chosen President of the Interna- 
tional & Great Northern Railroad Company in place of Hon, 
G. A. Grow, resigned, 


—The first board of directors of the Lake Ontario Railroad 
Company, organized by the purchasers of the Lake Ontario 
Shore road at the recent sale, is as follows: Theodore Irwin, 
Geo. B. Sloan, Charles Rhodes, James K. Ford, Oswego, N.Y.; 
Talcott H. Camp, Watertown, N. Y,; Moses Taylor Samuel 
Sloan, Marcellus Massey, John T. Denny, C. Za riskie, John 
8. Barnes, E. F. Hatfield, John Brisbin, New York. ‘the board 
elected Marcellus Massey, President, and J, A. Sawyer, Secre- 
tary and Treasurer. 


—Mr. W. P. Sisson has been appointed Superintendent of 
the Chicago, Pekin & Southwestern Railroad, 

—Mr. L. H. Sellars, formerly of the New Orleans, Mobile & 
Texas road, has been appointed Superintendent of the Missis- 
sippi Division of ths New Orleans, St. Louis & Chicago Rail- 
road and Superintendent of Machinery for the whole line. 


—Mr. H. N. Curtis has been appointed Assistant General 
Freight and Ticket Agent of the Marietta, Pittsburgh & Cleve- 
land road in place of H. P. Kingsbury. 

—The board of directors of the Des Moines & Minnesota 
Railroad a has elected the following officers for the 
ensuing year: President, James Callanan, Jr.; Vice-President, 
J. J. Smart; Treasurer, C. H. Getchell; Secretary, J. B. 
Stewart. 


—The officers of the Berks County Railroad are: Superin- 
tendent, J. V. Oraig; Chief Engineer, T. O. Yarrington; Gen- 
eral Freight and Ticket Agent, BE. F. Keever. The offices are 
at Reading, Pa. 

—The Atlantic & Ontario Railroad Company has elected the 
following board of directors: Edward Crane, David D. Broad- 
head, L. M. Crane, L. W. Bristol, George West, L. 8S. North- 
rup, David Edwards, W. G. Wait, Martin Kennedy, Levi Yan- 
ney, Frederick Ives. The board has elected George West, 
President; L. M. Crane, Secretary; David Hayes, Treasurer, 
—Mr. P. B. Groat having resigned his position as General 
Passenger and Ticket Agent of the St. Louis, Kansas City & 
Northern Railway, C. K. Lord, Assistant General Passenger 
and Ticket Agent, will assume the duties of that office until 
further notice. 





TRAFFIC AND EARNINGS. 





—The total shipments of Delaware pee northward by 
rail for the season of 1874 were 636,000 baskets, or 1,272 car- 
loads. 


—The Buffalo Commercial Advertiser gives the following 


statement of the receipts of grain and flour at that city for the 
nine months ending October 1: 








: 1874, _ 1873. 
Flour. Grain. Flour Grain. 
By railroad.........+. 1,254,592 90,500,280 wevcecs 17,141,400 
By 1ARO. ccc cccecescvecs 951,708 42,172,781 786,163 46,420,269 
MOUS .cccscecces 2,206,300 63,112,860 786,163 63,561,669 


The railroads thus brought about 57 per cent. of the flour 
and 83 per cent. of the grain this year, and 27 per cent. of the 
grain last year. 

The shipments of grain eastward for the same period were: 





1874. 1873, 
By canal, bushols.........eceeeseseeees 31,027,178 34,043,666 
BF BOE. ccccccccccccccccccncccenscesses 8,889,680 7,220,835 
Dtelteas cccececetcensesesecece cs 39,916,858 41,264,501 


Rail shipments were 224% per cent. in 1874, and 174% per 
cent. in 1873, 


—The earnings of the Denver & Rio Grande Railway (main 
line) for the third week in September were: 1874, $8,779; 1873, 
$8,008; increase, $771, or 95% per cent, 

—The receipts of canal tolls on the Erie Canal at Buffalo 
from the commencement of the season up to October 1 were: 
1874, $937,231; 1873, $993,790; decrease, ,559, or 55% per 
cent, The number of boats cleared was: 1874, 5,804; 1873, 
6,460; decrease, 656, or 104 per cent. 

—Ofthe eastward shipments of flour and grain from the 
Western lake ports for the week ending September 26, 42 per 
cent. of the flour, 2 per cent. of the wheat, 5% per cent. of the 
corn, and 46 per cent. of the oats went by rail 


—Of the grain shipments from Buffalo tor the week ending 
September 26, 29 per cent. went by rail, the rest by canal. 


—Of the total receipts of flour and grain at Atlantic seaports 
during the week ending September 26, 38 per cent. of the 
flour, 79 per cent. of the wheat, 89 per cent. of the corn, and 
61 per cent. of the oats went to New York. Boston received 
pe hawt cent. of the flour and Montreal 9% per cent. of the 
wheat. 


—The earnings of the Michigan Central Railroad for the 
third week in September were: 1874, $186,256; 1873, $157,747; 
decrease, $21,491, or 185% per cent. 


—The earnings of the Toledo, Wabash & Western Railwa 
for the third week in September were : 1874, $107,880; 1873, 





Northern with office at Palestine, Tex. Mr. J, M, 


$143,630; decrease, $35,750, or 247% per cent. 


1874, $116,639; 1878, $169,960 ; decrease, $53,880, or 31% per 
cent, For the eight months ending Au ast 31 the earnings 
were : 1874, $1,319,957 ; 1873, $1,717,670 ; decrease, $397,713, or 
2344 per cent. 


—The earnings of the Boston, Barre & Gardner Railroad for 
the eight months ending August 31 were: 1874, $82,707 ; 1878, 
$57,357; increase, $25,350, or 444% percent. Earnings per mile, 
1874, $2,297 ; 1873, $2,206 ; increase, $91, or 44% percent. The 
expenses in 1874 were $63,403, or 76.66 per cent., leaving net 
earnings ot $19,304, or $536 per mile. 


—The shipments of through freight eastward from San 
Francisco over the Central Pacific Railroad during August 
were 4,364 tons, or 437 car-loads. The principal items were: 
wool, 1,035 tons; tea, 764 tons; salmon, 641 tons. Shipments 
from interior —_ were 33 car-loads, making in all 470 car- 
loads, or about 15 cars per day. 


—The earnings of the St. Louis, Iron Mountain & Southern 
Railroad for the third week in September were : 1874, $65,534 ; 
1878, $62,826 ; increase, $2,708, or 444 per cent, 


_ —The earnings of the Atlantic & Pacific Railroad and leased 
lines for September were: 1874, $498,526; 1873, $501,987; de- 
crease, $3,661, or 0% per cent. 

—The earnings of the Grand Rapids and Indiana Railroad 
for the year ending June 30 were: 


1874. 1873. Increase. Deerease, P.o, 
Earnings.....$1,129,401 88 $1,114,197 43 $165,204 45 .......... 1% 
Expenses.... 735,552 560 100,008 TB. cncccccnce $53,509 76 6% 





Net earn’gs.. $393,849 38 $325,135 17 $68,714 21 .......... 214 


Expenses were 65.1 per cent. of earnings this year against 
70.8 per cent. last year. The earnings of the (leased) Cincin- 
cinnati, Richmond & Fort Wayne road were: 1874, $271,247.05; 
1873, $230,006.71; increase, $41,240.34, or 17.9 per cent. 


—The earnings of the Union Pacific Railroad for August 
were ; 





1874. 1873. Increase. Decrease. po, 
Earnings ...$1,042,416 26 $837,278 29 $205,137 97 _...... % 
Expenses... 377,852 83 400,947 36 ...... $23,094 53 5% 
Netearn’gs. $664,563 43 $436,330 93 $228,232 50 =... 52% 


‘The report for 1874 includes about $100,000 paid by the Cen- 
tral Pacific Compsny as rental for five miles of road. For the 
eight months ending August 31 the report is as follows : 





1874. 1873, Inc, Dec. p.c. 
Earnings.. $6,456,191 93 $6,297,087 95 $159,103 98 .... ... 2% 
Expenses.. 3,170,036 44 3,191,044 21 .......... $21,007 77 0% 
Net carn’gs $3,286,155 49 $3,106,043 74 $180,111 75 .......... 5K 


The expenses were 49.10 per cent. of earnings in 1874, and 
50.67 per cent. in 1873. The gross earnings were $6,256 per 
mile in 1874 and $6,102 in 1873. 


—The receipts of the New York State canals from February 
1 to September 1,'seven months, were $1,576,586.72. The expen- 
ditures for repairs during the same period were $596,262 7. 





PERSONAL. 

—Mr. Amasa Stone, Jr., who some months since tendered his 
resignation of the position of enoaing Director of the Lake 
Shore & Michigan Southern Railway, has consented to with- 
draw his resignation and will retain his position. Mr. Stone 


has been od identified with the Lake Shore, and has made 
for himself a high reputation for ability as a manager. 


—Hon. Galusha A. Grow has resigned his position as Presi- 
dent of the International & Great Northern Railroad Company, 
but will, it is stated, remain with the company as its counsel, 


—Hon. Daniel L. Harris, President of the Connecticut River 
Railroad Company, has returned to his home in Springfield, 
Mass., after a pleasure trip of several months’ duration in 
Europe. 





—Hon. Morris Tyler has resigned his position as President 
of the New Haven & oe! Railroad Company, which he has 
held since March, 1869. The directors have passed resolutions 
thanking Mr. Tyler for his services to the company. 


—Ex-Governor Merrill has resigned his position as Presi- 
dent of the Des Moines & Minnesota Railroad Company, 


—Mr. C. J. Quetil has severed his connection with the Peo- 
ple’s Freight Railway, and is no longer Chief Engineer ot that 
projected line. 


—Mr. Henry D. Maxwell, of Easton, Pa., for some years past 
a director of the Central Railroad Gompany of New Jersey, 
died October 6. 





THE SCRAP HEAP. 





Telegraph Instruments on Trains. 

The Detroit Free Press says: 

‘Colonel Wheaton, Superintendent of the Kalamazoo Di- 
vision of the Michigan Southern Railway, has provided the 
train men with a new telegraph instrument, by which con- 
nection can be made with the main line at any place and dis- 
atches sent. The box is not large, but it affords room for 
rain orders, stationary, one hundred feet of wire, etc, Ifs 
train breaks down, all that is necessary is to make connections 
with the main wire and orders can be sent or received at 
once,’ 


Hall's Electric Signals. 


In a notice of the introduction of this system of signals on 
the Boston & Lowell road in last week’s paper the name of the 
inventor, “‘ Hall,” was misprinted “‘ Hull” 


A Oar Shoe. : 

An exchange gives the following account of a car shoe in- 
vented by a Mr. Stillson of Minneapolis, Minn., and design 
to prevent cars from leaving the track: eee 

“It consists of a clamp-like arrangement which is affixed 
between the wheels of each truck. This runs about two inches 
above the rail, and if anything happens to throw the wheels 
from the track, the clamp at once grasps the rail, holds the 
car on the track and brings the train toa halt very quickly. 
During one of the experiments at a curve in the road, on 
down grade, a rail was removed from the track. | The car 
having the shoe on was started down the grade, its 
being not less than 30 miles an hour. On reaching the gap 
the wheels jumped the track, the car settled down upon 
shoe, which at once grasped the rail which had not been re 
moved, held the car in an upright position on the t Ate 
finally brought it toa stand still in a distance of 250 feet. 
second trial, with a speed of fifteen miles an hour, the hg 
wr was accomplished, the car being brought to # halt in 

ee Bg 


Railroad Manufactures. ‘ld 
The Roger’s Locomotive Works at Paterson, N. J., aré 
ing. some engines for the New Jersey & New York Bailrosd a 
he Topeka (Kan.) Rolling Mills are at work re-ro 
large lot of rails for the Kansas Pacitic Company. rder for 
e Alliance (0) Rolling Mills are at work on an order 
light rails for the Ohio & Toledo road. rail- 
e Pottsville (Pa.) Spike & Bolt Works manufacture 





—The earnings of the Mobile & Ohio Railroad for August were: 


road spikes and bolts of all kinds. The capacity is five tons of 
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spikes and about 4,000 bolts per day. An addition, 40 by 30 
feet. is being built to the shop, 

New machinery has been = in the old mill of the National 
Iron Company, at Danville, Pa., and operations will commence 
the first of this month. 

Two furnaces of the Lackawana Iron and Coal Co.’s rail mill, 
of Scranton, Pa, commenced blowing a few days ago. 

The Bellefonte Car Company at Bellefonte, Pa., has received 
a large order for freight cars and will soon start up with a full 


force. 
The Danforth Locomotive Works have recently shipped some 
engines to the Houston & Texas Central road. 








OLD AND NEW ROADS. 


Ohio Oanal. 


The boatmen on this canal have struck for an increase of 
freight on coal. Nearly all the boats on the canal are included 
in the strike, and business is completely stopped. The increase 
iy for is from $1 to $1.15 per ton from illon to Cleve- 
land. 


Plymouth, Kankakee & Pacific. 

About a year ago a suit was commenced to test the legali 
of the consolidation of the Indiana company of this name wi 
the Kankakee & Illinois River Company, an Illinois corpora- 
tion. The company = in a demurrer, which was _ overruled, 
and subsequently submitted certain pleas. The Illinois Cir- 
euit Court has just sustained a demurrer to these pleas, 
thereby virtually deciding that the consolidation was no 
legally effected. The consolidated company has been bank- 
rupt sometime, 


Richmond & Trans-Allegheny. 


The committee appointed by a recent meeting of citizens at 
Richmond, Va., to memorialize the city council on the question 
of aiding this road, after hearing arguménts and carefully con- 
sidering the question, has voted that it is not expedient to 
recommend any appropriation for the road. 


Contracts. 


The time for receiving bids for the government work on the 
Sault Ste. Marie Canal has been extended to October 31. 


Springfield & Illinois Southeastern. 

The United States Circuit Court for the Southern District of 
Illinois has made an order directing that holders of the first- 
mortgage bonds yet outstanding must present their bonds 
to the clerk of the court at his office in Springfield, Ill, by 
November 2, and elect whether they will join in the purchase 
of the road by signing the agreement under which it was 
bought by H. M. Bloodgood at the foreclosure sale. Failing 
to join in said purchase, they will be entitled only to receive 
their pro rata share of the money paid into court under said 
sale. 


The Meeting of Northwestern Railroad Oommissioners. 

The railroad commissioners of Illinois, Wisconsin, Iowa and 
Minnesota met in Madison, Wis., last week and, after a session 
of several days, adjourned October 2. The principal work of 
the meeting was the adoption of a form for annual reports of 
companies, so that statistics of the railroads in the four States 
will be collected in a uniform manner, and companies having 
lines in more than one State will not be obliged to prepare 
separate reports. The next meeting will be held in Spring- 
field, Lil., December 9, when the subjects of classification and 
legislation will be considered. 


Low Freights. 

The Buffalo Commencial Advertiser says: ‘In commenting on 
the condition of the transportation business by water last month, 
weshowed that the average rates for August were the lowest on 
record. There wasa slight improvement during September, 
but it was so slight it is scarcely worth mensioning. The car- 
trying trade is tearfully depressed, and shows few signs of a 
revival this season. At the summer rates of insurance vessels 
could not pay expenses, The late stormy weather has brought 
the usual advance of insurance in the fall, so that unless an 
improvement in freights take place at once, it is probable that 
a large fleet of both steam and sail vessels will follow the ex- 
ample of those that have already gone into winter quarters. 
The new insurance rate which went into effect yesterday is 
$1.55, against $1.20, the old one. The following exhibit shows 
the average freight rate on wheat and corn, by water, from 
Chicago to Buffalo, and the average on the same cereals by 
canal Buffalo to New York, during the month of September in 
the ten years named : 





- LAKE———, —— 0ANAL——_, 
Wheat. Corn Wheat. Corn, 

Year. Cents. Cents, Cents. te. 

Si acuntesdeccceecenaee 11.6 10.7 15.6 13.6 
eeeescs seccccccccosere 12 10.3 17.5 14.6 
Siideins>adssbesssGenass 8.1 7.0 16.3 13.4 
Moagscésreee Cvcccccccces 9.1 17 16.2 13.6 
Sisk estcccovevdocrsoss 6.5 6.0 16.0 13.7 
i Rbistcccctecccecbese 5.6 41 10.8 10.0 
EERE em 9.6 9.0 18.6 12.5 





3.2 9.5 8.5 

“These tigures tell the story more forcibly than it can be 
told in words. In Septemter, 1873, the average rate was 12.6 
cents on wheat by lake ; in the year preceding it was 14.8 cents; 
this year it was 3.5 cents. Comment is unnecessary.” 


Baltimore & Ohio. 

This company has nearly completed a round-house for 25 
engines at the foot of Ohio avenue in Baltimore, and is build- 
ng another for 44 engines at Locust Point. 

0 awards have yet been made of the contracts for the con- 
struction of the new building for the general offices in Balti- 
more. It has not yet been decided whether granite or marble 
A used, The building is to cost when completed about 


Selma, Marion & Memphis. 
here being no present prospect of a resumption of work on 
road, and the company being in ep + embarrassed circum- 
stances, owing to the large floating debt, a movement has 
been started to throw the company into bankruptcy, sell out 
the road and organize a new company. 


New York & Harlem. 


The work on the Fourth Avenue Improvement is advancing 
tapidly toward completion. From One Hundred and Twenty- 
*econd street to One Hundred and Twenty-fourth street the 
Walls which are to inclose the railroad are all up and the 

ges up. From One Hundred and Twenty-fo down to 
© Hundred and Sixteenth street, — the deep rock 
cut, the work will be finished by the middle of October. In 
the g ace from One Hundred and Sixteenth to One Hundred 
‘nd First street, including the section ct the stone viaduct, 
Under which the cross-streets are to pass, all the masonry is 
completed, and forty cars are now in daily use filling in 
en the walls. From One Hundred and First to Ninety-sec- 
vy street, a section consisting entirely of tunnels and arches, 
Work will be finished by the middle of this month. The 
whiqunnels between Ninety-fourth and Ninety-second streets, 
x h are lined with brick, are nearly oumpteted, From 
inety-second to Kighty-sixth street, the brick arches are 
Retrly done, and the whole work is at least nine-tenths done. 


From Eighty-sixth to Seventieth street, where the roof of the 
tunnel is carried on iron ers, the work is done except a 
art of the western wall, which is being rapidly built. From 
ventieth to megs Ye street the brick tunnels will be 
finished this month, and the rest of the work to the Grand 
Central depot is well advanced. 


Ashuelot. 


The hearing before the Master, in the case of the ~~ 

ized company st the trustee in possession, has n 

| until November 17, at the request of counsel for the 
stee, 


Dividends. 
Dividends have been declared by the following companies : 
Pittsburgh, Fort Wayne & oe 1% cent., quarterly 


‘0, 
on special guaranteed stock, payable October 1, and 1% per 
— quarterly, on prior guaranteed stock, payable Deto- 


Lehigh Valley, 2% per cént., quarterly, payable October 15. 
Alabama & Chattanooga. 

The commissioners appointed to sell this road met in Mo- 
bile, Ala., October 5, an upereened the sale to February 1 
1875, in accordance with the order of the Circuit Oourt. At 
that time the road will be sold to the highest bidder, without 
ba | limitation as to price. 

The southwestern section of 97 miles from Tuncaloosa, Ala., 
to Meridian, which has not been worked for several months, is 
being repaired and put in good order for travel. 

Oil Freights. 

The recent readjustment of freights on oil from the princi- 
pal shipping points caused much discontent among the Titus- 
ville, Pa., refiners, who claimed that the new rates discrimi- 
nated egeing their interests. A committee was aceseiney 
sent to New York, and has succeeded in making the following 

eement, which is given in the Titusville Herald: ‘ The rate 
of freight from the termini of the pipe lines at Parker’s Land- 
ing to the refineries in Titusville, 25 cents per barrel. Rate 
from the refineries in Titusville to New York $1.90. On all oil 
from pipe lines which are parties to the agreement to Titus- 
ville and manufactured into refined, the rate of 25 cents on the 
crude shall be refunded to the manufacturer. The Creek re- 
finer may ship to the seaboard 1144 barrels of benzine or its 
equivalent free, for every 75 barrels of refined.” 


Spartanburg & Asheville, 
is road, work on which was recently begun, is to extend 


from yee 8. ©., the terminus of the Spartanburg & 
Union road, northwest to Asheville, N. C., a distance of 75 
miles. From Asheville the road is to be continued into Ten- 
nessee by the Western North Carolina branch line to Wolf 
Creek, from which point a road is already in operation to 
Morristown on the East Tennessee, Virginia & Georgia. Of 
the 75 miles of this road, 24 miles, from Spartanburg to the 
foot of the mountains, and 27 miles, from Butt Mountain Gap 
to Asheville, can be built at a comparatively small cost; the 
remaining 24 miles includes some very heavy and costly work, 
The company is now trying to build the miles northwest 
from Spartanburg, and, when that is eompleted, will com- 
mence on the mountain section. 


Buffalo & Jamestown. 


Tracklaying is progressing toward Gowanda, and the iron 
bridges over lear Creek are nearly finished. Between Gowan- 
da and Da’ton the heaviest of the work is done and another 
month will complete the road to the latter point. Work has 
been commenced on the crossing of the Erie at Dayton, where 
the grade of that road is 43 feet above that of the Buffalo & 
Jamestown. The present intention is to lay the track to Day- 
ton and make a connection with the Erie, which can there be 
done with a moderate grade. From Dayton down the Cone- 
Conwango Valley to the crossing of the Atlantic & Great 
Western the work will be very light and the cost of the grad- 
ing small. -A force will be put on this section as soon as the 
men can be spared from the work further north. 


The Wisconsin Railroad Law. 

The new tariffs of the Northwestern and Milwaukee & St- 
Paul roads, which went into effect October 1, have already 
caused much trouble and discontent wy & ship ers, In 
many cases there has been a large increase on freights shipped 
for short distances, while reducing rates for | »nger hauls. In 
some cases marked discriminations result from the provisions 
ot the law. On distances under 30 miles the increase in rates 
is in some cases as high as 80 or 100 per cevt. 

The Railroad Commissioners have resolved that, as the 

roper construction of the law as to rates of passenger fare, 
The exact product of the number of miles multiplied by the 
legal rate per mile shall be the maximum amount charged in 
each case, but in case of fractional miles the fraction may be 
counted as a unit. 

Ohioago & Iowa. 

Mr, ¥. E. Hinckley has proposed to the people of Rockford, 
Il, to build a branch line from this road at Rochelle north- 
ward to Rocktord, about 25 miles, provided they will take first- 
mortgage bonds on the newline to the amoant of $200,000. 
He will agree to have the road done by Jan 1, and the 
bonds are not to be paid for until the road is finished. The 
Chicago & Iowa yeas | will give to these branch bonds a 
traffic guarantee to the amount of 25 per cent. of its gross 
earnings on business to and from the branch, The proposal 
was to be acted on this week. 


The Omaha Transfer. 

An Omaha dispatch states that all the Iowa lines moved into 
a joint ticket office in the Union Pacific depot in Omaha, Oc- 
tober 1. Hereafter baggage from all Eeastern points will be 
checked,to Omaha, instead of Council Bluffs as heretofore 

Suit is to be brought against several of the officers of the 
Union Pacific company for violation of law in failing to operate 
their road to Council Bluffs as the ese terminus of the road. 
This is intended by the Council Bluffs people to settle the long 
controversy between that place and Omaha. 


New York, Norfolk & Eastern Shore. 

Hesthemeten County, Va., has voted to subseribe $10,000 to 
buy the right of way through the county for this road, which 
1s to extend the Zastern Shore system of roads to Ch 
near the southern end of the peninsula, 


North Louisiana & Texas. 


The Shreveport (La.) people are making an effort to secure 
the completion of this r from the present terminus at 
Monroe, La., to Shreveport. It appears doubtful, however, 
whether anything can be done until a decision is reached in 
the pending litigation as to the title to the road. 


South Branch. 

There is talk of extending this road from Romney, W. Va., 
to which point it is now graded and ready for the rails, to 
Petersburg, 34 miles southwest of Romney and 50 miles from 
the junction with the Baltimore & O at Green Spring 


Run. 

Ohicago, Dubuque & Minnesota. 

A meeting of the bondholders of this company and the Chi- 
0, Clinton & Dubuque was held in Boston, October 2, and 

voted unanimously to accept a proposition submitted by the 

two —— tor funding the coupons, a summary of which 

is as follows: 


errystone, 





1, An agreement is to be made with the Chicago, Burlington 


& Quincy Company to complete the ro and meantime to 
operate them under lease, the lease to be for three years, or 
for a shorter period, if the lessee should be sooner bursed 
for outlays made by the net earnings and assets of the com- 


panies. 

2. After the lease expires net earnings to be applied first to 
payment of coupons then accruing and the surplus to the pay- 
ment of scrip to be issued for deferred coupons, The trustees 
to have the right to use such surplus for improvements and to 
issue equipment bonds, secured on new equipment, which 
shall have precedence of deterred coupon scrip. 

8. The majority of the stock of both companies to be put in 
the hands of the trustees, to be returned when trustees shall 
deem it safe, and at all events after five years from date at the 
or ay of a majority of bondholders. 

. Scrip bearing 6 cent. interest to be issued for the de- 
ferred coupons, payable principal and interest only out of sur- 
plus as provided in section 2. 

5. At the expiration of the leases tothe Chicago, Burlington 
& Quincy, trustees shall restore all unmatured coupons, having 
more than six months torun, to the parties who placed them in 
their hands, together with scrip for the amount of unpaid 
coupons, as before provided; the deferred coupons to be 
— cancelled or retained as security by the trus at their 
option. 

6. The traffic contract with the Chicago, Burlington & 
Quincy to be modified during the continuance of the leases by 
fixing the maximum price that company is liable to pay for 
bonds at par, less amount of unmatured coupons in the hands 
of the trustees at the time of purchase. 

7. Trustees to employ an auditor and inspector to anpeevion 
the execution of the agreements to be made with the Chicago, 
Burlington & Quincy, including all work done and money pad, 
and to make reports to the trustees whenever required. The 
salary of this officer to be paid as part of operating expenses. 

8. Provision to be made for filling vacancies in the trustees. 

The bondholders chose as the trustees provided for in the 
oo John M. Forbes, Charles P. Bowditch and Edward 

- Hooper. 


Santa Barbara & Tulare Valley. 
For some time there has been talk of building a narrow- 
fauge road from Bakersfield, Cal., southwest to Santa Bar- 
ara. The projectors are now thinking of taking up the nar- 
rowest gauge possible, and using what is known as the pris- 
moidal or one-rail system of Mr. Crew, of which an experi- 
mental section was lately on exhibition in Philadelphia, 


Value of Illinois Railroads. 
The following is the “actual cash value” of the railroad 


property in Illinois, as determined by the State board of 
equalization: 


Cairo & St. Louis........ 


cece vvscccces 6520,105 
Gave B VIRGO soo cc csdcccvccccscscccsececsccvccocsoce 1,082,681 
Oarbondale & Shawneetown... ....ccccccceececessceceees 111,677 
Iron Mountain, Chester & Eastern... .....--seceeee eves ° f 
Ohicago & Alton, Alton & St, Louis, St, uis, Jacksonville 

& Chicago, Joliet & Chicago........ccccecsececceeeeveees 8,077,965 
Chicago, | wee ay BS QR 00s cc ccccccccccessccesic eoevee 12,076,244 
Chicago, Danville & Vincennes.......... Peeeces coovececce 1,128,268 
Chicago & Lowa........6sesse008 oocecccecccccencccoscses eee f 
Chicago & Northwestern —...... .sccccsccscccescecsess sees 8,219,687 
Chicago, Rock Island & Pacific .......eesceeecserecsceeeese 5,018,699 
Chicago & Pacific........ PPTETTTTITITITITiT titi ttt 621 
Chicago & Paducah...........:sesceeseees 900ced coveuns ood 1,012,323 
Chicago, Pekin & Southwestern......... ee 


Cincinnati, Lafayette & Chicago 

Columbus, Chicago & Indiana Central. 
Chicago, Milwaukee & St, Paul........ ° 
Coal Valley Mining Company......... eee 
Evansville, Terre Haute & Chicago..........sececeeeseesees 
Gilman, Clinton & Springfield 





Grand Tower & Osrbondale..............0ee+08 ecccccccccce 897; 
Re ae ee bdovees « 261,619 
Indianapolis, Bloomington & Western.........6665 sseeeee » 2,011,406 


Indianapolis & St. Louis....... .....e06 Co dboce cosscovoes + 2,081,908 
Indiana & Illinois Central ° 






$bs 00s c0dewe YT Tor 645 
Jacksonville, Northwestern & Southeastern. 650 
Lake Shore & Michigan Southern........... 419,366 
Louisville, New Albeny & St, Louis....... 123,284 


Michigan Central............. pennecercdecess sit 
Joliet & Northern Indiana..... .... ececeenve coos os 200enese 262,750 





SD GB TEI cccccccckbsccdvcnctveccoccacesocesocooce 1,914,360 
SE DUE bok vadcdoecccascedenote cedoddedessodened e 42,808 
DOTS & DOOMED ioe 0 bibs ince vecvoccesecteseceecccecccensses 570,911 
Peoria, Pekin & Jacksonville..........cccceccsececescevens 714,787 
Peoria & Rock Island.......... ..+++ 763,134 
Pittsburgh, Fort Wayne & Chicago 464,778 
Rockford, Rock Island & St, Louis. 1,858,646 
Springfield & Northwestern........ -No returns 
St. Louis, Alton & Terre Haute.... ........ccescceseeceesee 883,950 
St. Louies & Bouthessterm.... .. wcccccccccccccccccvccccecs 1,566,600 
St. Louis, Vandalia & Terre Haute........ coc ccccccsocesons 006, 445 
Springfield & Illinois Southeastern,..........e.se0e+eee00+ 1,627,887 
Sycamore & Cortland.......... PPTTTTTITTTTT TTT iti Trt 96,784 


Oledo, Peoria & Warsaw ........6.essee0e 
Toledo, Wabash & Western. 
Pekin, Lincoln & Decatur... 





Madison County.........sssesees 

Quincy, Alton & Bt. Louis... ......ccccsescccccccecseesceees 

WOU CON Seccdsccccnrcdsccdseeseessees PYYTTTTiTy sees 1,077,218 
Kast St. Louis & Carondelet 
Catan © BGRNIGIs 6.0 0 cc ccvccccccccs cectovecebesssvecesé 4“, 
Chicago & Illinois River..............0s-e008 pevce ceasene . No returns 
Chicago & Lilinois Southeastern. ...........ececeseseereeee 187,907 


Danville, Hazleton & Wilkesbarre. 


The October coupons on the ay ete ey bonds of this 
company were not paid, but were bought by the Pennsylvania 
Railroad Company at its office in Philadelphia. 


New York & Oswego Midland. 


The trustees chosen to carry out the plan of reorganization 
proposed by the first-mortgage bondholders’ committee are as 
follows: John EK. Williams, President Metropolitan National 
Bank, New York ; H, M. Alexander, L, Strasteny, A. Blenner- 
hassett and Theodore Houston, Secretary of the company. 


Ohicago & Northern Pacific Air-Line. 
This company has changed its name to Chicago, Portage & 


Superior, and bas filed certificates to that effect with the Sec- 
ary of State of Lilinois. 


Ohicago, Bur mn & Quincy. 

The Clinton (Ia.) Herald says: ‘‘The contract for building 
the new railway and wagon bridge over the Mississippi River 
at this point has been let to Messrs. Wells, French & Co. 
bridge-builders, of Chicago. Messrs. Wells, French and 
Walker, of the firm, have been in the city to-day, looking over 
the ground preparatory to commencing work 1° «. Monday. 
The mason to whom that part of the work has b « sub-let is 
expected to-day. Mr. Morgan, of this city, will »: sbably get 
the coatract for the pontvon draw.” 


Increased Pay for Mail Service. 

A Washington dispatch says that the Postmaster General is 
somewhat embarrassed with regard to the increased pay for 
railroad mai! service, which was authorized by the act of 
March 3, 1873. By this act the Postmaster General was direct- 
ed to re-weigh the mails and re-adjust the pay on all the rail- 
road mail lines in the United States. This was done in Octo- 
ber, 1873, though in many cases the weights were not re- 
turned until recently. In many cases the increase of pay 
called for is very large, that on the New York Central & Hud- 





son River, tor instance, for the year ending June 30, 1874, being 
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$323, or 5 
the total increase thus far is 
is estimated that nearly ,000 more will be required on 
accounts yet to be fos harry To meet this Congress made an 
appropeliaes of $50,000, besid 
by ia yme t til Congress makes priati 

ne payment un m an appro ion 
to vecorias for it. The embaraassment, ecco to the de- 


It now ap 


par’ —— due partly to the small appropriation, and partly 


to the delay of the companies in making returns. 


Montclair. 

The first-mortgage bondho! 
6, to receivo the report ot the Committee ap 
vious mee to consider the condition o 
committee gave a detailed account of the condition of the road, 


on the Erie the increase was from 
pears that 
about $1.000,000, and it | hel 


es $25,000 to meet the 
There now appears to be no course but 


lders met in New York, October 
inted at a pre- 
the road. The 


table anda committee of five appointed to investigate the 
com we affairs and report to anadjourned meeting to be 
ct. 6. 

It is stated that there was due for equipment $33,000, and for 
other debts $75,000. On the Munson contract, which was not 
completed, there -vas paid $40,000 cash and $503,000 in bonds, 
the whole amount of bonds being about $800,000. The earn- 
nings of the road for three months ending with August were 
about $22,000 and the operating expenses $10,000. 


Vermont Railroad Legislation. 


{t seems probable that the Vermont Legislature, which meets 
this week, will have considerable of its time occupied by mat- 
ters relating to railroads. An attempt is to be made to regu- 
late tariffs, the principal movers in which are the slate- 
producers, who allege that there is discrimination against 
them on the Rensselaer & Saratoga road, which carries much 





way, finish the in good er and equip it. The 
sum needed is abou $600,000 and this the second-mortgage 
bondholders have offered to advance, provided it is made a 
— lien to the ayy Pr es The committee recommended 

hat this offer be J and advised the continuation of 
the foreclosure suit begun by the foreign bondholders, and the 
purchase of the road in the interest of the bondholders, In 
pursuance of this course it was recommended that holders 
should leave their bonds with the New York Life and Trust 
Company, receive the proper certificates and pay the neces- 
sary assessments for out the plan. The report was 
accepted, but action on it was deferred to an adjourned meet- 
ing, which will be held November 5, 


A Meeting of Railroad Managers. 

A convention met at the St. Nicholas Hotel, New York, Octo- 
ber 1, the object of which was the ratification of the Saratoga 
agreement, the arrangement of certain details and the filling 
up of the board of mers arranged for at Saratoga. 
The 1g yO RO were present: Ool. Thos, A. 
Scott, J. N. liough, Wm. Thaw, Pennsylvania Railroad, 
Pennsylvania Comoeny and Pittsburgh, Cincinnati & St. Louis; 
James F. Joy, higan Central; Amasa Stone, Jr., Lake 
Shore & Michigan Southern; J. D. Cox, Toledo, Wabash & 
Western; L. D. Rucker and D. M. Wickes, Canada Southern ; 
Mr. Diehl, Indianapolis, Bloomington & Western ; W. KR. Mc- 
Keen, Terre Haute & In‘ianapolis; W. O. Hughart Grand 
Rapids & Indiana; J. H. Devereux, Atlantic & Great Western 
and Cleveland, Columbus, Cincinnati & Indianapolis. Hon. J. 
D. Cox was chosen Chairman. There was considerable dis- 
cussion on several pointe, but the meeting is said to have been 
very harmonious. e Saratoga 1 agar was signed by all 
the parties present. The resignation of Hon. Samuel Gill as 
Commissioner for the Louisville District was accepted, but no 
appointment made to the vacancy, and no action was taken as 
to the outside ticket agencies. The duties ot the Louisville 
District were temporarily transferred to the Indianapolis Com- 
missioner. 

Erie. 

The Attorney General of the State of New York has begun 
the suit against the commeey which was ordered on complaint 
of John C. Angell some months ago, The complaint was filed 
in the Supreme Court, October 5, and alleges six causes of 
action, as follows : 

First, the purchase of 5,000 shares of Buffalo, New-York & 
Erie stock, which was contrary to law, and also made at an ex- 
travagant price. 

Second, the purchase of certain lands in Pennsylvania and 
their conveyance to certain: muses companies in return for 
stock in said companies, the whole ot which transaction is 
claimed to have been beyond the legal powers of the corpora- 


tion. 

Third, the lease of the Atlantic & Great Western road, which 
is alleged to be illegal and an exercise of power not possessed 
by the company for that part of the road outside of New York, 
and besides very disadvantageous to the Erie. 

Fourth, the dividend of February, 1873, alleged to have been 
illegal, both as dividing money not earned and as paying 
dividends on the common stock before preferred stockholders 
had received their dues, 

Fifth, the dividend of September, 1873, for the same reasons. 

Sixth, the confirmation by the present board of the alleged 
illegal acta of preceding boards, It is also charged that the 
eapital stock has been impaired to the extent of $10,000,000 by 
losses and mismanagement, and no attempt has been made to 
supply the deficiency. 

The relief asked is that an accounting may be had of all the 
earnings and expenses for five years past; that the directors 
account the Court for their management; that the com- 
pany be dissolved anda receiver of its property appointed, 
and that pending the trial of the suit a receiver may be ap- 
pointed with power to hold and operate the road, 

A London dispatch of October 6 says: ‘“The London account- 
ants who were sent to New York to investigate the accounts of 
the company have made their report. They say that the earn- 
ings of the road were sufficient to justify the payment of the 
dividends on the preferred stock for the two years ending Sep- 
tember, 1873, but through the deficiencies which were dis- 
covered in the accounts of the Gould administration there was 
no sufficient balance applicable to the payment of the divi- 
dena on the common stoc 

“Captain Tyler’s report will be issued immediately.” 


Berks County. 

It is stated that this road is in the hands of the sheriff, who 
has levied on it under judgment amounting to about $100,000. 
The floating debt is stated at $275,000, and efforts are nang 
made to arrange matters so as to prevent the sale of the road, 


Lake Ontario Shore. 

The purchasers at the recent foreclosure sale have organized 
a new company by the name of the Lake Ontario Railroad 
Company, by which name the road will be hereafter known. 


Valley, of Ohio. 

The location of the line has been completed to the intersec- 
tion of the Wheeling and Lake Erie survey, three miles north- 
west of New Cumberland in Tuscarawas County, O., and 18% 
miles southeast of Canton, From that town the line passes 
down Nimishillen Creek about 10 miles, thence branches to 
Huff Run, and thence to the intersection. The points it 
passes through are Sparta and Mineral Point. 
Boston, Barre & Gardner. 

This company took formal possession ot the Monadnock road 
under the lease, October 1. In a tew days trains leavin 


and the amount r yo e complete payment for the right of 
road, t 


Worcester will run h to Peterboro, N. H., 52 miles, tha 
being now the length of the line operated by the company. 
Aroostook River. 


A favorable route has been found for this road from Andover, 


N. B., along the west bank of the St. John to the mouth of the 
the course of that river to 
Caribou Bridge, Me. New Brunswick will give a subsidy of 
and it is believed that an 


Aroostook, and thence following 


$5,000 per mile for the first 10 miles 
equal amount can be secured from the Maine towns. 


Montpelier & Wells River. 


A meeting of the stockholders was held at Montpelier, Vt , 
Sept. 29, to consider the condition of the company. A resolu- 
offered the transfer ot the road to the 
bondholders, on condition t yen Bae pay all outstand- 
‘0 the stockholders whenever 


tion was autho: 


of their frieights. Some legislation on the free-pass question 
is talked of ; there will be an effort made to materially alter 
the duties ot the Railroad Commissioner, or else to abolish the 
office, and there is a possibility of some special legislation 
concerning the Central Vermont. 


Pennsylvania. 

The special meeting to receive the report of the Investigat- 
ing Committee was held in Philadelphia, October 3, and the 
report was presented but not read. President Scott stated 
that advance copies of the report sent to European share- 
holders had not, up to date, been received for general distri- 
bution, and they had therefore called on him, asking that no 
action be taken on the report at present, but that action be 
postponed until the regular annual meeting, by which time 
every stockholder will have an opportunity to act intelligently 
upon it. In accordance with this request a resolution was 
wonnponey adopted postponing final action till the regular 
annual meeting, March 11, 1875. The meeting then adjourned. 


Grand Rapids & Indiana. 


Mr. G. W. Cass, Trustee under the mertgege of Oct, 1, 1869, 
ives notice that he will receive proposals at his office, No. 23 
ifth avenue, New York, until October 15, for the sale to him 
of all or any portion of $100,000 of the bonds issued under that 
mortgage, which purchase of bonds is for the sinking fund 
named in the trust deed. 


Stockton & Ione. 

Mr. James D, Schuyler, Chief Engineer of this narrow-gauge 
road, writes to us as follows: ‘* Grading on this line has been 
completed to Linden, Cal., 12 miles from Stockton, which will 
be the first division opened and operated. Kighteen miles of 
40-lbs. iron has been purchased in Honduras, Central Amer- 
ica, to arrive January 1, 1875. Cars of a new form of construc. 
tion are being built by Mr. W. P. Hoyt, master car-builder- 
They are to be used for the coal traffic, and for ordinary busi- 
ness of flat cars. They are so constructed as to dump the en- 
tire load when required, with ease, rapidity and safety, by the 
use of a ball and socket joint, instead of the ordinary center 
lates and shifting chafe blocks. They are 22 ft. long, 6 ft. 4 
in, wide and 2 ft. 10 in. high, and are considered superior to 
the ordinary flat cars in use.” 


Columbus, Chicago & Indiana Oentral. 

The Philadelphia Ledger of October 1 says: ‘ On Friday last 
the Pennsylvania Railroad Company caused a formal demand 
to be made by its solicitors at the St. Nicholas Bank and also 
at the office of the Columbus, Chicago & Indiana Central Com- 
pany in New York for the payment of 1,258 coupons of the 
company’s second-mortgage bonds maturing respectively Aug. 
1, 1873, Debrnary 1 and Aug. 1, 1874, each coupon at each semi 

annual period being for $35, making an aggregate claim of 
$132,090. This claim puts the Pennsylvania Rallroad Company 
in a position to proceed on foreclosure, which is probably the 
purpose in view, and if consummated will necessarily leave the 
shares valueless. The rental of the road will continue to be 
applied by the Pittsburgh, Cincinnati & St. Louis Company, 
lessees, to the payment of the interest on the first-mortgage 
bonds maturing October 1.” 


Railroad Taxation in Missouri. 

In the injunction suits brought by the Atlantic & Pacific, 
Pacific of Missouri, St. Louis, Iron Mountain & Southern, 
Missouri, Kansas & Texas and Chicago & Southwestern com- 
panies to restrain county authorities from collecting taxes on 
the valuation of their property established by the Board of 
Equalization, the United States Circuit Court has decreed that 
the companies should pay from 59 to 62 per cent. of the taxes 
levied before January 2, 1875, otherwise the temporary injunc- 
tion will be dissolved. This payment is to be in no way a 
recognition of the validity of the action of the Board of Equal- 
ization, but the Court decides that some taxes are due and 
must be paid before any further provision is made in the 
cases. 


Railroads in Peru. 

A correspondent writing from Lima under date of Septem- 
ber 9 says: ‘* Next week 9 posnengar train will begin mak- 
ing regular trips to San Mateo, 774% miles from here and 
10,530 feet above the rea, Eighteen months more will com- 
plete this road (Lima & Oroya), and then it is expected that 
an extension beyond Oroya will be begun. Times have been very 
dull here, but as far as railroads are concerned, new life has 
been given to them in the last three months and it appears 
likely to last. Work is being pushed ahead on the Cusco line. 
Some of the silver mines on the Oroya line are getting out 
large quantities of ore ready to ship as soon as the track 
reaches them. ° 

** The Chimboto & Hauraz road, which is narrow-gauge, is 
now being graded through deposits of coal. If the coal proves 
good it will be a discovery of the very greatest importance to 
Peru. * * ® 

* While I was at Pacasmayo I crossed the mountains to 
Cajamarca, The end of the track from Pacasmayo is at La 
Vena, 72 miles from the sea and 8,469 feet above it. Beyond 
La Vena the line rises to 14,300 feet at the summit and falls to 
9,400 teet at Cajamarca. The distance by the mule road is 18 
miles, by rail as surveyed it is 40 miles, with a 4 per cent. 
grade (211.2 feet to the mile) all the way.” 


Petersburg. 

A meeting of the first-mortgage bondholders was held in 
Baltimore, Sept. 29, to consider what steps should be taken to 
enforce the payment of the July coupons, which are still un- 
paid, It is stated that the unanimous sense of the meeting 
was, that unless a satisfactory adjustment of the matter should 
be prepared by the company proceedings looving to a fore- 
closure of the mortgage ought at once to be instituted. On 
motion Frank P. Clark and W. H. Blackford were appointed a 
committee to visit Petersburg and confer with the authorities 
of the road, and report the result of their conference toa 
future meeting of the bondholders, 


Utiea, Ithaca & Elmira. 

This company now runs its trains through from Ithaca, N. 
Y., to De Ruyter, using for the 20 miles from Cortland to De 
Ruyter the track of the New York & Oswego Midland’s 
Auburn Branch. 


The Brotherhood of Locomotive Engineers. 


The Syracuse (N. Y.) Oourier of October $ says: 
“In consequence of the slackness of tr 





ing debts and restore the road t 
the earnings should cancel all debts. 


This was laid on the 


L e, railroad au- 
thorities’ estimate their receipts from freight will be much less 
that at the end of 


neers and conductors’ monthly salaries would be reduced, the 
men on the various roais have taken up the matter. At a 
recent meeting held in this city, convened by the grand chief 
of the locomotive engineers’ organization, a resolution wag 
adopted to the effect that they would not allow such a de- 
crease. Meetings are to be held among the various divisiong 
in the different States during the next month, which will be 
presided over by Grand Chief Arthur, of Cleveland.” 


Utica & Black River. 

The arrangements have been completed for the lease of the 
extension from Watertown, N. Y., to Sackett’s Harbor of the 
Carthage, Watertown & Sackett’s Harbor Railroad. The con. 
tractor, who has been operating the road, turned it over to 
the Utica & Black River Company, October 2. The necegs: 
connections have been made, and trains now run throu 
from Utica to Sackett’s Harbor. The extension is 12 08 
long and was completed last winter. 


Oentral Branch, Union Pacific. 

In the suit brought to compel an accounting of the profits 
of the contract for building this road, the New York Supreme 
Court has issued an order to ——- the Treasurer of the com. 
pany to produce the books and papers relating to the con- 
struction of the road, and also to make him show cause why 
he should not be punished for contempt of court in disobeying 
a previous order to the same effect. 


Swiss Railroads. 


During the first half of 1874 fifty miles of new railroads were 
opened in Switzerland, making the total length in the Republic 
935 miles. The gross receipts for the half year were $4,043,- 
525, or $158,646 (4 per cent.) more than for the same period 
last year, the receipts per mile being $4,325. Of these receipts 
57 per cent. was from freight traffic. The increase in receipts 
per mile wae 2 per cent, 


Easton & Amboy. 

Track has been laid on this road from Metuchen, WN. J., east- 
ward six miles to Perth Amboy, and from Bound Brook west- 
ward to Neshanic, 13 miles, making in all 30 miles of single 
track down, from Perth Amboy to Neshanic. The track con- 
necting with the Pennsylvania road at Metuchen is nearly com- 
nleted, and ali along the line contractors are at work widen- 
ing the road-bed and grading for the second track, which is to 
be laid over the whole road, The track crosses the main line 
of the Pennsylvania at Metuchen below grade and the Amboy 
Branch at grade. 

On the Western Division the contractor on the Musconetcon 
tunnel has about 100 men at work at the east end and over 

at the west end. The two headings are now about 1,000 feet 
apart, but are not the full size of the tunnel, only a smal! part 
of which has yet been enlarged to the proper size, The tun- 
nel when completed will be about 5,300 feet long, nearly all of 
it through rock. 

A large force is at work on the coal docks and trestles at 
Perth es which will be very extensive. The coal trestle, 
or storage deck, will be 2,000 feet long by 200 feet wide and 25 
feet above the storage floor. From the outer end of this 
trestle three piers will run out into the harbor, where a depth 
of 14 feet at low or 20 feet at high water can be had alongside 
each pier. A further extension of 100 feet would give 40 feet 
of water at the end of the piers. The first of these is nearly 
ready for the track. These coal trestles and wharves can be 
enlarged to any extent at all likely to be required, as the com- 
pany owns 400 acres of land with a water front of nearly a mile, 
All the work, both on the road and the wharves, is of a ve 
solid and substantial kind, and the road, when completed, wi 
beone of the best heavy-freight lines in the country. It is in- 
tended mainly for coal traffic. 


Chesapeake & Ohio. 

In consequence of the low stage of water in the Ohio River 
considerable through treight from Cincinnati has, it is stated, 
been sent by Marietta & Cincinnati and Baltimore & Ohio to 
Harper’s Ferry and thence up the Valley to Staunton, Va., 
where it passes upon the Chesapeake & Ohio, By this ar- 
rangement the latter gets only 136 miles haul on it, from 
Staunton to Richmond. 


Kansas Pacific. 


A dispatch from Denver, Col., says that a conference has 
been held between the president and other officers of the 
Union and Kansas Pacific companies which resulted in a tem- 
pene agreement for the pro-rating of fares and freights. 
for permanent settlement the matter is to be referred to the 
courts for adjudication under the regulations provided by law. 


Sullivan & Erie. 

The property of the Sullivan & Erie Railroad and Coal Com- 
pany is to be sold under foreclosure of mortgage, October 14. 
he property includes a railroad 24 miles tong, from Monroe- 
ton, Pa., south to Bernice, and about 5,000 acres of coal land, 
much of which has been developed. By the last report the 
funded debt was $1,000,000. The road is worked under con- 
tract by the Pennsylvania & New York Company. 


Maryland & Pennsylvania. 

The sheriff’s sale of this unfinished road, which was to have 
taken place at Towsontown, Md., September 30, has been post- 
poned. It is understood that the matter has been compro- 
mised and that there will be no sale. 


Jefferson City & Southwestern. 

This company has let a contract to Wiley & Co., who are to 
complete and equip the road trom Jefferson City, Mo., south- 
werd to the county line. The contractors are to receive $90,000 
in town bonds, besides other property. 


Texas & Atlantic Refrigerator Oar Oompany. 

A company by this name ‘has been organized in Sedaha, Mo., 
with a capital of $100,000, to build and run refrigerator cars 
from Texas to northern and eastern points, 


Southern Pacific. 
Nine miles of the grading on the extension of the Las Nietas 
Branch to Anaheim is soow I for the rails, 
On the San Joaquin Valley line the grading has been com 
pleted some eight miles beyond Bakersfield. Work has been 
stopped and the men and tools sent away. 


New Bedford & Fall River. 

The city of New Bedford, Mass., has voted by a large mé 
jority against the proposition to take $150,000 stock in 
company. A new proposition will probably be submitted by 
the company. Work on the grading will be begun shortly. 


Great Western, of Oanada. a 

The car repair shops at Clifton, Ont., were destroyed by Z 
on the evening of September 30, with a sl oping and » passe 
ger coach. The amount of loss is not stated. 


Parker & Karns Oity. ot 
It is proposed to extend this road from Karns City, *% 
southward about five miles to Millerstown. 


Atlanta & Richmond Air Line. and 
The annual meeting was held in Atlanta, Ga., Sept. - 
adjourned subject to the call of the President, without elec 
clloers. President Buford reported that the board ot ryt 
had done all in their power to save to the counties OB ' 4, 
vidual stockholders their stock in the road, acting, 





than those of last year. It being repor 
the fall season, which will close with 


next month, the engi- 


meantime, with due regard for the rights of the first-mortgage 
bondholders. The stockholders and county agents 
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manifested satisfaction with the action of the board, and 
voted further time to continue negotiations with the bond- 
holders, and endeavor to make an arrangement just and equit- 
able to both stockholders and bondholders, 


The Western Railroad Bureau. 


A meeting of the commissioners was held in New York 
October 1, immediately after the adjournment of the eneral 
railroad conference, There were present Gen. Geo. B. Wright, 
Columbus, O.; L. N. Andrews, Indianapolis; J. H. Sturgeon, 
St. Louis; E. R. Wadsworth, Chicago; . 8. Newbe: , Detroit; 
W. D. Colburn, Toledo, O. General Wright was chosen Chair- 
man, and J. H. Sturgeon, Secretary. Arrangements were 
made for a conference with the general freight agents then in 
the city in order to discuss existing rates and, if possible, to 
harmonize existing difficulties. 


Oolorado Traffic. 

The Union and Kansas Pacific and the lines from Chicago 
to Omaha have arranged for an increase in rates to Cheyenne 
varying from 75 to 80 per cent. The old and new rates from 
Chicago to Cheyenne are as follows: 





New rate Old rate, 

First class, per 100 ID8........eeeeceeeseerecs $2.70 $1.55 
Second class, os oee ; 2. 1,35 
Third class, ss 1.10 
Fourth class, “ss ‘ 0.90 
Special c'ass, “ 2 0,85 
se A, per car 5 190.00 
Lumber, per 100 Ibs., in car-loads....... ..+. 0.9736 0.82 


The companies have heretofore competed bitterly for Chey- 
enne traffic, and the Kansas Pacific has kopt the Union Pacific 
out of Colorado, while the Union has shut out the Kansas from 
any share of the business west of Cheyenne. 


Gincinnati Southern. 

The work on the grading of this road is Progressing steadily, 
about 3,000 men being employed hy the different contractors. 
The August estimates amounted to about $275,000. In all 180 
miles of grading are under contract in Kentucky and Tennes- 
see, besides three miles from the Ohio River southward. The 
portions let comprise all the tunnels and the heaviest work, 
and the contracts are to be all completed by Jan, 1, 1875. The 
trestles and smaller bridges are let, but no contracts have 
been awarded for the Kentucky and Ohio River britges, and 
nothing can be done as to the latter until the Secretary of 
War makes his decision as to the location. In the longest 
tunnel, that at King’s Mountain, which is 4,000 feet through, 
work is in progress from both ends and from three intermedi- 
ate shafts. In one tunnel near the Cumberland River the 
workmen have struck a vein of oil, and another passes through 
a seam of coal five feet thick. 


Selma & New Orleans. 


The board of County Commissioners of ]Jallas County, Ala., 
in which Selma is situated, has declared illegal the $140,000 of 
county bonds issued to this road, and has refused to levy a 
tax to pay the interest. 


Lake Shore & Michigan Southern. 

It is stated that this es gered has clesed the pending ne- 
gotiation for $3,000,000 of its new second-mortgage bonds. 
The bonds are sold at a price which will net the company 
about $2,700,000. This will clear off the floating debt and leave 
aconsiderable surplus in the treasury. 


Oregon Pacific. 


A company by this name has been organized at Portland, 
Oregon, to build a railroad from that eity up the Columbia 
River and through Idaho ard Utah to a oonnection with the 
Union Pacific. The capital stock is to be $10,000,000. 


Macon & Brunswick. 

The Governor of Georgia has ordered this road to be sold 
at the depot in Macon, Ga., to the highest bidder, on the first 
Tuesday in December next. The sale is made to satisfy the 
State lien, and is, we believe, under authority of a sp°cial act 
passed by the Legislature at its last session. 

The road is 187 miles long, from Macon, Ga., southeast to 
Brunswick, with a branch 10 miles long, from Cochran south- 
west to Hawkinsville. The Governor took porsession of the 
road July 1, 1873, on account of the failure of the company to 
pay interest due on $2,550,000 bonds endorsed by the State of 
Georgia. 


Caledonia & Mississippi. 

The grading of this road is about two-thieds completed, and 
negotiations are pending for the iron and equipment, The 
road is to be of 3-feet gauge and about 10 miles long, from 
Caledonia, Minn., east to the Mississippi River. 


Boston & Maine. 

W. B. Morrill and J. W. Odlin, stockholders, resident in 
New Hampshire, have filed a bill in equity in the New Hamp- 
shire Circuit Court, praying that the contract between this 
company and the Eastern for a division of earnings from com- 

ting points may be abrogated. They allege that the con- 
ract is injurious both to the public and the stockholders, and 
that such an agreement has never been authorized by the 
Legislature of New Hampshire. 

Since the change of gauge of the Grand Trunk last week 60 
car-loads of Western- bound freight have been dispatched from 
Boston over this road and the Grand Trunk, and further en- 
gagements of freight by this route are reported. 

Oregon & California. 

Milton 8. Latham, William Morris aud F. D. Atherton, 
trustees, advertise that they are ra to purchase for the 
sinking fund a certain amount of the first-mortgage bonds of 
thiscompany. The lowest offers will be one op up to the 
amount of the available means derived from the sale of the 
company’s lands; but no proposals above par and accrued 
interest in gold will be accepted. Communications should be 
sertt to the trustees, care of the London and San Francisco 

» San Francisco, Cal. 





‘ANNUAL REPORTS 
Indianapolis, Cincinnati & Lafayette. 


This company operates a line from © scinnati, O. north- 
West through Indianapolis to Lafayette, Jad., 179 miles. Of 
20% miles, from Cincinnati to the Indiana State line, are 
tominally owned by a separate corporation, the Cincinnati & 
a Company, but nearly all the stock of that company is 
Owned by the Indianapolis, Cincinnati & Lafayette, and the 
two companies are practically the same. There are 14% miles 
of second track and 3914 miles of sidings. 
company as at present organized has held the road 
since July 1, 1873, previous to which it wes for several years 
in ands of a receiver. 
@ property is represented as follows ; 


Serr: «$5,635,497 50 
Gin, & Indiana stock, $500,000, less $466,800 ov.aed by 
ToC, &L. Company........cccseeesseceeees eousvs 33,200 00 
Total stock ($31,669 per mile).......--++. see: $5,668,697 50 
Funded deb9($57,911 per mile)............++- , caeeese 10,366,000 00 
Total ($89,580 per mile).........-++++++: eed $16,034,697 60 


The bonded debt includes $1,425,200 “ fanded debt bonds,” 
eine Pere issued in settlement for assessments paid by stock- 
ise, and which will not bear interest until after July 1, 

M. Bills payable, extended coupons, unpaid interest, loans 


and amount due trustees for stockholders constitute a floating 
debt, apart from the usual current accounts, which emounts 
in all to $959,593.42. 


The earnings for the year ending June 80, 1874, were: 


Passengers............ wiesccceccves bebe 66 coe deccdsencchos $620,981 29 
EE inches nes edoese'genseuaih PN aR 1,110,602 46 
I ee pawesoeshss e+» 197,891 12 







Total earnings ($10,388 _ mile).... . «$1,859,474 87 
3 


Operating expenses (64.43 per cent.) +++ 1,198,010 78 
Ma oneus 40¢650.h00nbs0ne8 eves ‘ 30,322 61 
Operating expenses and taxes (66.06 per cent.)......... .$1,228,333 39 
Net earnings ($3,526 per mile)..........26--seeseeeeeseee $631,141 48 
Interest on bonds and floating debt..... +++» $637,866 26 
Loss on sale of Harrison Branch stock and 

agencies accounts........ cecscccoce apccges 2,775 73 


640,641 99 


. ecesecccess $9,500 51 


The passenger-train mileage was 466,964 miles; freight- 
train, 604,159; other trains, 361,344 miles; total train mileage, 
1,482,467 miles. The average receipts per passenger-train 
mile were $1.49; per freight-train mile, $1.84; and the average 
expense per mile for all trains, including switching and other 
trains, $0.84 per train mile. 

During the year 565,100 passengers were carried, equal to 
20,569,640 carried one mile, the average r pts pe ger 
per mile being 3.02 cents. The freight tonnage eastward was 
366,679 tons ; westward 257,993 tons; total 624,672 tons, equal 
to 62,696,897 tons carried one mile, at an average rate of 1.77 
cents per ton per mile. 

Notwithstanding unfavorable business conditions, the gross 
earnings show an increase of $22,140.01, or 1.21 per cent., over 
the previous year. 

Six engines have been added during the year to the —_- 
ment, which now consists of 57 engines, 52 of which are in 
service and in good condition; 2 parlor, 39 passenger and 12 
baggage and mail cars ; 741 box, 51 stock, 66 coal, 281 flat and 
35 caboose cars ; 2 tool, 2 camp, 1 pile-driver, 43 hand and 38 
stone and iron cars. The company also owns 7.5 per cent. of 
two postal cars running between Cincinnati and Chicago, The 
equipment has been considerably improved in condition dur- 
ing the vear. 

There have been put in the track during the year 1544 miles 
of steel rail, 17 miles re-rolled iron and 91,000 new ties. There 
are now 224% miles of steel laid, which is in the track through 
the cities of Indianapolis, Lafayette and Cincinnati, and on 
the sharpest curves and heaviest grades on the line. There 
was also put down 5% miles new sidings. jl 

In order to procure return freight for the grain cars, and 
compensate in some measure for the very low rates on grain, 
rates on west-bound freight from Cincinnati were reduced last 
Fall, with very beneficial results. The compeng also leased 
the stone-coal elevator at North Bend on the Ohio, 15 miles 
from Cincinnati, thereby securing a large traffic in coal, which 
comes down the river in boats and is transferred to cars at 
North Bend. 

Suit has been commenced against the Whitewater Valley 
Company to compel it to restore to this company the business 
now sent over the Ohio & Mississippi, in violation of the con- 
tract by which the road from Valley Junction to Harrison was 
transferred to the Whitewater Valley, in consideration of 
which ail its Cincinnati traffic was to pass over the Indian- 
apolis, Cincinnati & Lafayette. 

Th« prospects for local business during the current year are 
considered very good. The eftorts of the management are 
directed mainly, at present, to the securing of more perma- 
nent and remunerative rates on through business. 


Flint & Pere Marquette, 


This company owns and operates the following iines : 


Deficiency............. 











‘les, 

Main line, Monroe, Mich., to Reed City......cseecceereeeeceecs 205.18 
Bay City Division, East Saginaw to A CY. 002 cevcccccvccces 12.35 
Flint River Division, Flint to Otter Decee e200. cosece 14.47 
Total malleage. ooo cccccccccceccescscoccccvccceccccececce 232.00 


There are 41 miles of sidings in use. An extension of the 
main line from Reed City to Ludington, 48 miles, is under con- 
struction. The company owns a land grant, originally amount- 
ing to 511,502.20 acres, of which 252,284.89 acres had been sold 
down to the close of the year. 

The property is represented as follows : 


Anpcccntpe wene0ed cnesegeccses $3,297,300 00 


Stock ($14.213 per mile) 
Funded debt ($25,997 per mile)......sceeeeceeeecesence 6,031,405 50 
Total ($40,210 per mile)...... ¥ edboroogerosodos $9,328,705 50 


The company owns $249,000 of the funded debt, and at the 
close of the year the trustees held $249,276.88 in cash not yet 
or to the purchase of bonds. Bills payable amounted to 
$1.305,081. 


The land grant is divided into five trusts, each applicable to 
the payment of a corresponding series of bonds. The trus- 
tees report sales during 1873 of 7,408.12 acres at an average 
price of $9.15 per acre ; total sales to close of year, 252,284.89 
acres at an average of $7.95 per acre. Collections during the 
year were $252,755.15 principal and $35.404.99 interest. Bills 
receivable at the end of the year amounted to $575,126.68 prin- 
cipal and $60,032.24 interest. Bonds to the amount of $29,000 
were canceled and the expenses of the land office were $16,- 
540.58 


The earnings for the year ending December 81 were as fol- 
lows : 











. 1872. 

PASBONGETS .... 06 secre recrsccesoesecees $426,767 22 $452,643 02 
Freights c00e | * eseeccecccessodes 635,772 21 600,116 27 
Express, mail, rents, €tC......+0+s0000+ 63,658 21 80,858 08 

Total carningsS......--eeeeeeceees $1,125,197 64 $1,133,612 37 
Operating expenses ° 711,603 04 678,494 00 

Net earnings .....--sssccescesses $414,594 60 $455,118 37 
Grors earnings per mile........+.++++++ 4,854 00 5,083 00 
Net earnings per mile...... .-.+s.se0+ 1,787 00 2,041 00 
Operating expenses, per cent ......... 63.19 59.85 


The decrease in earnings was $7,414.73, or 0.65 per cent.; the 
increase in expenses, $33,109.04, or 4.88 per cent.; the decrease 
in net earnings, $40,523.77, or 8.90 per cent. 

The work of the year was as follows : 


1873. 1872. 
Train mileage. ......+.eesececesserereseecs ee 
OTH COTTICN........ccccccecccsesccs 492,365 509.975 
Tons of freight moved ........++-++0+ + «e+ 870,778 344,559 


The leading items of freight were: lumber, 96,094,000 feet ; 
shingles, 171,660,000; logs, in feet board measure, 12,901,806 
feet; salt, 261,679 barrels; agricultural products, including 
wheat, 30,905 tons. 

The receipts from land sales were $239,226.88 ; bonds sold, 
$600,000, and bills payable were increased $416,821.58. Pay- 
ments for interest and taxes amounted to $497,042.12; con- 
struction, equipment end real estate, $916,452.62 ; bonds pur- 
chased during the year, $276,000. : 

The equipment consists of 42 locomotives ; 30 passenger and 
10 baggage, mail and express cars ; 428 platform, 289 box and 
stock cars ; 25 dump, 75 hand, 64 lowie, 4 boarding, 5 way, 1 
auxiliary and 1 pay car; 2 snow-plows and 1 pile-driver. 

The road has been raised several feet at the crossing of Cass 
River, to avoid trouble from floods. The work of raising the 





track on three miles of the Bay pond Division was commenced. 
An additional round-house, to hold 12 engines, was built at 


East Saginaw, and the buliding for the general offices at the 
same place was completed. © grading and bridging of the 
extension from Reed City to Ludington was almost completed, 
and the ties got ready. Notwithstanding the depression in 
the lumber trade, business was very prosperous for the first 
nine months of the year, but the gain was neutralised by the 
heavy falling off during the last quarter, 


Report of the British Railway Commission. - 


The Railway Commissioners have agreed on the following re- 
port, summing up the work done by them since the constitu- 
tion of their court: 

May it please your Majesty: 

We, tho Railway Commissioners, humbly beg to lay before 

our Majest the first annual report of our proceedings under 

e Regulation of Railways Act, 1873, : 

Il was made a rincipal art of our duties by that act to hear 
and determine all applications having for their object to en- 
force the provisions of the Railway and Canal Traffic Act, 1854. 

The powers of none companies and their liabilities and 
duties are derived partly from special acts of Parliament and 
omy from general railway acts, and if companies go beyond 

heir powers or failin the performance of their duties, not 

only are there the ordinary remedies for such individuals as 
may be aggrieved, but the public also can interfere concern- 
ing the excess or non-compliance, the Act 7 and 8 Victoria, 
cap. 85, authorising the Board of Trade on behalf of the public 
to institue legal proceedings in such cases. 

The act of 1854 is one of the general railway acts. It was 
passed to prevent favoritiem on the part of railway companies 
as carriers, and requires that the terms upon which they carry 
shall be the same for all. It was pas also that railways 
might afford all the accommodation to the public of which the 
are capable, and requires that every railway company sh 
forward traffic with all reasonable facilities, and that where 
railways owned by different companies are coterminous and 
form a continuous line such companies shall use their utmost 
diligence in sending through traffic over their respective 
routes. 

The act provides as the means of carrying out these pur- 
pose that the Board of Trade, or any person interested, may 

ring a complaint against a company for contravenin them, 
and may obtain an injunction enforceable by attachment and a 

enalty not exceeding £200 day, to prevent the contraven- 
10n from being continued or repeated, and it also specifies as 
the courts which are to entertain the complaints and to issue 
the injunctions the Common Pleas in England, the Court of 
ee in Scotland, and any of the Superior Courts in 
ublin, 

It is as to the courts entrusted with the administration of that 
act and to be resorted to for enforcing its provisions that that 
act has been amended by the act of 1873, which, after provid- 
ing for the appointment by your Majesty ot three Railway 
Commissioners, directs that the jurisdiction conferred by 17 
and 18 Victoria, cap, 31, on the courts therein specified shall 
cease to be exercised by them and shall be exercised by the 
—— Railway Commissioners, together or separately, in- 
stead, 

Our firat duty in the execution of the act of 1873 was to pre- 

scribe rules for the course of business, The 29th section gives 
us power from time to time to make general orders and regu- 
lations for that purpose. The general orders which we made 
pursuant to that section, and which we issued concurrently 
with the act coming into operation, had the approval of the 
Lord Chancellor, and were laid before both Houses of Parlia- 
ment, as the act requires. They will be tound in the Appen- 
dix. We have quite recently revised these orders, and a copy 
of them as amended is also inserted in the Appendix. The ob- 
ject of the revision has beon to simplify and expedite the pro- 
cedure upon applications, Among other alterations, we dis- 
pense With the writ of summons and provide for its subssance 
eing endorsed upon the application, which thus becomes the 
only document required to , ut a company on its defence. We 
algo dispense with requiring the corporate seal to be affixed to 
documents, as we have found that mode of authentication to 
be attended sometimes with unnecessary delay and inconve- 
nience, 

At the same time that we published our first general orders 
we appointed, with the concurrence of the Treasury, under 
Section 32, the fees to be taken in proceedings before us, We 
afterwards had reason to consider the fees in certain cases un- 
der Section 9to be too high, and with the consent of the 
Treasury we have reduced them for cases in that class, not 
being in the natureof arbitrations between railway companies 
from fifteen guineas a day for the hearing to five guineas, an 
from five guineas for the decision to two guineas. 

The first complaint we received of a contravention of the 
act of 1854 came from the Town Council of the borough of 
Dover. ‘Their complaint in effect was that the Southeastern 
and the London, Chatham & Dover Railway Companies did not 
provide for passenger traffic between Dover and London in a 
manner that could be considered adequate in the contempla- 
tion of that act, or even equal and free from prejudice to Do- 
ver when comparison was made in respect of speed and fre- 
quency of trains, of rates of fare, and of general treatment of 
traffic with the better accommodation afforded by the two rail- 
way Companies to Ramsgate, Margate, Hastings, and other 
neighboring and in some degree rival places to Dover. 

The companies before making their detence took exception 
to our jurisdiction and raised a question of law under our 27th 
General Order, alleging that all the complaints of the corpora- 
tion resolved themselves into one of price or excessive fares, 
and that they were not answerable for what or might think 
fit to charge so long as -he legal maximum of charge was not 
exceeded, The objection was fully argued and was overruled 
byus upon the ground that the matter complained of was a 
want of accommodation peaks to the public, and we di- 
rected that the hearing of the application should be proceeded 
with, Ultimately the corporation withdrew from the applica- 
tion, and the case therefore had to be dismissed. 

The law reports of cases decided by the Common Pleas, un- 
der the second section of the act of 1854, during the tame that 
court administered the act, show that not a few of them were 
applications for an injunction from carriers competing with 
railway companies, and complaining that in sending goods by 
railway, and in carting them to and from railway stations, 
the companies subjected them to disadvantages, and gave 
themselves and their agents preferences which were undue and 
such as that act was passed to prevent. Two applications of 
this kind have been made to us. One was the case of 
“Goddard vs. the Southwestern Railway Company.” The 
complainant, a carrier, stated that the Sonthwestern Railway 
Company undertook to carry goods between London and Salis- 
bury, and also to collect or deliver them at each end; that they 
had no goods rate for that traffic except carted rates—that is, 
rates which include the coliection and delivery by road as well 
as the carriage by railway—and that where they were only 
employed to carry on the railway, and not to cart to and from 
the station besides, they allowed a deduction off the rate, and 
his chief complaint was that the amount of this deduction was 
not enough, as it was less than the cartage portion of the 
gross rate, and less also than the cost of carting, and that the 
reason of its being so small was that the company might be 
protected from competition, and that persons torwarding or 
receiving goods by railway might be induced to give a preter- 
ence to the company, and to employ them before carriers like 
himself to cart the goods to and from the stations. We came 








to the conclusion that the complaint was well founded, and 
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that the company had given to themselves and their agents 
an undue preference; but, as it was not shown how much of 
the gross or compound rate was for cartoge, it was not a case 
for an injunction, but for a proceeding under the 14th section 
of the act, 1873, which gives us p poner, upon application, to 
require a railway company to di a rate into the several 
parte of which it is made up, and to show separately how much 
is for carriage on the railway and how much for terminals and 
cartage, 

The other case was that of Palmer, a carrier in London, 
against the same railway company. Ee sued for an injunction 
on the that ihe company’s charge for collection on 
goods bt in their own carts to their goods 
station at Nine Elms was 3¢, 4d. per ton, and that 
they made the same charge upon goods which were 
collected and brought by him to that station free of any 
expense or troutle to the company, and he complained of the 
effect this had in im a double charge for collection 
upor those who employed as a carrier, and in thus estab- 
lishing a difference in the cost of carriage which gave the 
railway coupene an undue advantage over him. The com- 
pany did not deny that, their “ geste "rates being carted 
rates, there was more to pay in the first instance upon the 
goods collected by Palmer than there would have been to pay 
if they had collected them, but tbey said they were and always 
had been ey he mn demand to make a repayment to Palmer 
at the rate of ta: per ton for goods that he had collected 
and brought to their station. To this there was a denial on 
the part of Palmer, whose differences with the company ap- 

ared to have been going on for some years, and we were 

hen about to hear the case, when the company offered to the 
complainant a settlement of the long-pending differences, 
with which he was satisfied, and one part of which was that in 
future, besides carrying on bis own account, he should carry 
on certain terms for the compan” and as their agent. 

In the Jast two cases the treatment complained of as unequal 
was that the company showed a yw to themselves to the 
prejudice of the Somereunante. ut the act of 1854 applies to 
every kind of inequality of treatment, and railway companies 
must not only not show a partiality to themselves, but must 
not make an undue difference between their customers, nor 
give to one or more of them advantage or convenience which 
they will not give generally. The case of ‘‘ John Lees and 
others vs, the Lancashire & Yorkshire Railway Company ” was 
one in which the plaintiffs complained to us of the railway 
compaty for giving the corporation of Manchester an accom- 
modation which the company would not give to them, and 
sued for an injunction to the company to treat them similarly 
to the corporation. The accommodation in question con- 
sisted in the company septinging to carry coals to the Oldham- 
road Station in Manchester for the gasworks belonging to the 
corporation after they had removed the depot of their coal 
traffic from tbat station to one further away—viz., at Miles 
Piatting—and had refused any longer to carry coals for Lees 
or other dealers to Oldham-road Station, or any nearer to Man- 
chester than Miles Platting. We found that the company had 
reasonable grounds for a emge de coal and os 6 traftic, 
and r. moving the former from the Oldham-road Station, and 
had also reasonable grounds for making an exception in favor 
of the corporation, as it was made in the interests of the public, 
who were benefited by the coal supplied for lighting Manches- 
ter being carried to a station close to .he gasworks, and was 
not an advantage to the corporation by which Lees or other 
coal dealers were or could be prejudiced; and we 
decided accordingly that the company bad not done anything 
by which the act had been contravened, 

** Passing from the act of 1854, we have next to ropes upon 
matters to which that act did not apply, but which fall within 
our jurisdiction under the act of 1 iy In pany special rail- 
way acts it is provided that if differences arise between rail- 
way companies they shall be referred to arbitration. There is 
also a goneeet railway act. d in 1859 (22 and 28 Victoria, 
cap. 59), and which provi es that any two or more railway 
companies may, by wri under the common seals, agree to 
reter to arbitration any existing or future differences between 
them. All such differences, whether the reference to arbitra- 
tion would have occurred in accordance with some special act 
or in acco with the general act of 1859, may 1 ow be dee 
cided by us, and the 8th section of tne ect of 1878 gives to any 
railway company par difference power (except where the 
person to actin case of need as arbitrator has been appointed by 
name in the special act) to compel the other companies to join 
in its being so dealt with, instead of being referred to arbitra- 
tion. Two panna have been made to us under this sec- 
tion. The first arose out of differences between the Buckfast- 
leigh and the South Devon railway companies. The former 
company are the owners of a railway from Ashburton to Tot- 
nes, and have leased it in perpetuity to the South Devon Com- 
pany, by whom it is maintuined and worked. The working 
agreement between the two companies directs how they shall 
divide the proceeds of the line, and the principal difference, 
though it was not the only one, had reference to the South 
Devon Company omitting to bring into and reckon as part of 
the receipts for division certain sums which they received for 
terminal station expenses, We decided that the sums in ques- 
tion were, according to the terms of the agreement, a part of 
the receipts of the line, and ought to be accounted for in the 
division between the owning and the working companies. 

“The subject of the other application had reference 
to the terms upon which running powers should be exercised. 
The parties ering were the Oarmarthen & Cardigan 
Company and the Central Walesa & Carmarthen Junction 
Company. The power of the latter company to pass over 
the other’s hne was given by special act, and provision was 
made for settling differences by arbitration. The lines of the 
two companies were not at first of the same gauge, and the 
a e line of the Carmarthen & Cardigan Company had 
to be for narrow-gauge traffic before the leave to pass 
over could be used. This was done at the expense of the run- 
ning poe es and the consideration to be given in return, 

and whether by reduction of tolls or otherwise, formed one of 
the difficulties in the case. At the end of 1867 the owning 
pm | raised their rates against the running company, who 
objected to their being increased, and demanded a reference 
to arbitration. An arbitrator was accordingly appointed, but 
the progress made was so slow that the case was still in sus- 
pense only a short time ago, when the companies resolved to 
withdraw it from arbitration and to seek to get 1t settled under 
the act of 1873, It was fully argued before us on the 28th of 
July and subsequent days, and on the 24th of August our deci- 
sion was given establishing the principle by which the respect- 
ive rights of the two companies should be regulated, and di- 
recting that the account between them from December, 1867, 
should be adjusted according to a table of rates and allow- 
ances which we framed, and which we also ordered should be 
in force in future, subject to revision at the end of every five 


years, 
As already stated, the 8th section of the act of 1873 apetine 
to differences between railway companies, and not to such as 
are between a railway comeeey and any of the public. But 
now, under an act passed in the present year (87 and 38 Victo- 
ria, cap. 40), such differences also, whenever the arbitrator or 
umpire would under the general or special act be the Board 

de, or be appointed by the Board, may be referred 
by them for our decision, and already in two cases which we 
shall presently hear, in the exercise of the power and dis- 
cretion thus vested in them, the board have appointed us to 
be arbitrators. 


As to difterences not required or authorized to be settled by 


parties is a railway company and all the parties join in the 
8p lication tous, This is by the 9th section of the act of 
1 43, and a case, that of “Day v. the Metropolitan Reilway 
Company,” was brought befor2 us uniter it, in which the 
plaintiff, a passenger by a workmen’s train on that railway, 
sued the company for compensation for aninjury. One bun- 
dred pounds is the maximum amount of compensation the 
company is liable for in a case of that kind, and on the day 
before the hearing the company settled with the plaintiff by 
paying him the sum of £85. 
t happens not unfrequently, as for instance in the Puck- 
fastleigh case already mentioned, that the company who own 
a railway and the company who work and maintain it are 
different companies. The special act for the railway has given 
the two companies power to enter into a working agreement, 
Such an agreement made since the passing of the act of 1873 
is not valid unless it is approved by us, exercising in this 
respect the former powers of the Board of Trade; and there 
are also certain conditions that must be complied with, as to 
notices to the public and to the shareholders, and as to the 
sanction of the shareholders. The regulations we drew up to 
carry out this part of our duties will be found in the Appen- 
dix, and one of our directions is that the public shall have 
twenty-eight days from the first advertisement of an intended 
— to bring objections to it before us. The number 
0 paren | agreements which have been submitted for ap- 
prova! under Section 10 of the act of 1878 is six. No objec 
tions to any of them were brought before us, and, so far as we 
could judge, no interests of the public were prejudiced by 
them, But in one instance we were unable to give our ap- 
roval because the requirements of the special act as to notices 
ad not been attended to. Alist of the agreements is given 
in the Appendix. 
Through traffic, or traffic which has as its destination a 
station on some other line than that over which it first 
passes, was the subject of some of the enactments of the 
act of 1854. Railway companies are there required, each 
in ther order, to forward through traffic without 
undue delay and with all reasonable facilities. It is not, how- 
ever, clear that either the public or a railway company could 
under that act require as one of those facilities that such 
traffic should be forwarded at through rates, and that there 
should |e only one booking and invoicing for the entire route. 
The report ot the Royal Commission on Railways in 1867 and 
the report of the Joint Select Committee on Railway Compa- 
nies Amalgamation in 1872, both contained recommendations 
to that effect, and these recommendations have to some extent 
been carried out in the 11th section of the act of 1878. The 
ublic, indeed, are still without compulsory power in the mat- 
er, but a railway company can now, subject to conditions, re- 
quire that through traffic to or from places on the line of such 
company shall be forwarded at through rates by other railway 
companies, 


If the requisition gives rise to differences between the com- 
panies interested, cither as to the route or as to the amount 
of the rate, or as to its apportionment, the differences are, 
under Section 11, to be referred to us, and settled as we 
decide. 

There have been two applications under this section. The 
Potteries, Shrewsbury & North Wales Railway Company wanted 
a through rate for stone from the Breidden Quarries to Wid- 
nes, via the London & Northwestern Railway, Whitchurch and 
Chester, and proposed a specific sum for the rate, with division 
according to mileage after deduction of terminals. The Lon- 
don & Northwestern Company considered the proposed rate to 
be too low in amount for the distance, and the other company 
thereupon applied to us to allowit, The summons was grant- 
ed, but further proceedings were rendered unncessary by the 
rate being voluntarily conceded. 

The East & . est Junction Railway Company were the 
applicants in the other case under this section. Their line 
crosses the main line of the Great Western Railway Company 
at Fenny Compton, and at Stratford, where it ends, joins the 
Stratford & Hatton Branch of the same line. It runs through 
a district rich in iron ore, and was constructed to open up a 
traffic for the ore by the route of the Great Western in Wales, 
Staffordshire and other districts. The two companies did not 
differ as to the through rates at which the traffic should be 
carried, but as the rates are divided accord- 
ing to mileage they did differ as to the 
route, the Great Western Company desiring that the 
traffic should be delivered to them at Fenn Compton, and the 
Junction Company proposing that the transfer should take 
place at Stratford. The Junction Company referred the dif- 
ference to us, and the view we took was that we could not 
approre their ae ger if it involved, as they intended it 
should, the exclusion of the through traffic from the facility 
of a through rate by Fenny Compton, asa route concurrent 
with that by Stratford. Werecommended at the same time 
that both routes should be made available for through rates, 
and that the through rates should be so apportioned as to put 
the two routes on a par as far asthe two companies were con- 
cerned, leaving the publi and the owners of the minerals free 
to consign their traffic by whichever route they preferred. 

This and the other cases we have described have been full 
reported, and the reports being printed and available for ref- 
erence we have thought it best to give only a brief summary 
of each case in this general report to your Majesty. 

The 14th section of the act of 1873 requires that books of 
rates and distances should be kept at every railway station 
open to inspection, and showing the distance of every place to 
which that station books, and the rates the company charge 
for the time being upon goods to such place. The Railway 
Commissioners may also require the rates for any particular 
description of goods to be entered in the books in such a way 
as to show how much of each rate is for carrying on the railway, 
and how much for terminals and other services, 
Visits have been made by our directions to several stations 
on different railways to see if they were supplied with 
books in proper form, and at very few of the stations visited 
was it fonnd that what is required by the act to be done had 
been duly attended to. We communicated with the Board of 
Trade as tv the railway companies most in default, in case 
that Board might think fit to cause application to be made to 
us under section 6 of the act of 1873 for an order upon them 
and as want of time to prepare complete tables of rates and 
distances cannot now be pleaded as an excuse by any company 
fcr continued non-observance of this provision of the ach, we 
shall attend to any cuty incumbent upon us to see its being 
carried into effect. 

In a case which came before us of ‘‘ Perkins against the 
London & Northwestern Railway Company,” the applicant 
complained that the company would not allow him to copy or 
make extracts from the books at their Widnes station. We 
decided that the statutory direction, that the books should be 
open to inspection, was equivalent to saying that there should 
be a pubiication of the rates, and gave a general right to in- 
spect and also to make copies or extracts. 

There are two other subjects over which our jurisdiction ex- 
terds. One is the restrictions placed upon railway companies in 
regard to canals, and the other the determiration of disputes 
in connection with the postal service of railways. In neither 
class of subject has any matter been heard by us during the 
past year; but there will bea hearing on an early day of an 
application trom the Post-office for an injunction against the 
Highland Railway Company for acting contrary to the 18th 
Section, relating to the conveyance of mails. 

We have only to add in conclusion that the officers we have 





arbitration they may be referred for our decision if one of the 


appointed under Section 24 are a Registrar, at a salary of £500 
a year, and a clerk at £300,and that we continue for the 


present to hold our sittings in committee-rooms of the House 
of Lords, 
All which is humbly submitted to your Majeaty. 

FREDERICK PEEL. 
H, MacnaMARA, 
W. P. Price. 

sae of 9 Railway Commissioners, Palace of Westminster, 

ug. 31, 








President Mitchell to the Governor of Wisconsin, 


The following letter has been sent by the President of the 
Chicago, Milwaukee & St. Paul Railway Company to the Gov- 
ernor of Wisconsin : 





GENERAL MANAGER’s OFFICE, 
MILWwAvKEE, Sept. 28, 1874. 
His Excellency, W. R. Taylor, Governor, ete.: 
Sir: Ontbe 28th of April last I, as President of this com- 
pany, sent you a communication on the subject of the so-called 
‘Potter law,” and advising you of the course which the com- 
pany had determined to pursue in relation to it and the rea- 
sons therefor. In that communication I stated that ‘the 
Board of Directors have caused this act to be carefully ex- 
amined and considered by our own counsel and by some of the 
most eminent jurists in the land, and after such examination 
oe are unanimous in their opinion that it is unconstitutional 
and void. The Board of Directors are trustees of this prop- 
erty, and are bound faithfully to discharge their trust, and to 
the best of their ability protect it from spoliation ana ruin, 
They have —— the advice of able counsel, and after mature 
consideration believe it their duty to disregard so much of 
said law as attempts arbitrarily to fix rates of compensation 
for freight and passengers.” The “ Potter law” was without 
recedent in the history of any State or country, disastrous in 
its effects, and wholly uncalled for by anything this company 
had done or failed to do. 
Under these circumstances the officers of this company not 
only believed they were justified, but that it was their duty to 
decline to conform to its requirements until its validity and 
binding force were declared by the courts. That decision has 
now been made. The act, by its terms, embraces all the lines 
operated by the company within this State, and all of its 
business except “‘for carrying freight which comes from be- 
yond its boundaries and to be carried across or through the 
State.” As to so much of said act as relates to inter-State 
business—that is, passenger and freight business crossing a 
State line—the counsel for the State appear to have regarded 
it asso manifestly unconstitutional that they have not asked 
the court to enforce it. But as to our local business, they hold 
it valid and binding upon the company. We shall, therefore, 
as law-abiding citizens, at once conform our action to said de- 
cision, and endeavor to obey it in good faith until it is re- 
versed by the Supreme Court of the United States, or until the 
law is repealed by the Legislature of the State. 

Since my communication to you before referred to, I have 
discovered no reason to change the views therein expressed 
with respect to the “ Potter law,” aside from the question of 
its validity. To deal arbitrarily with a question of such mag- 
nitude, and to attempt under form of law to coerce the rail- 
roads to serve the public for inadequate compensation, must 
necessarily result in failure, and be productive of consequences 
no less unfortunate to the people of the States than to the 
railroad companies themselves. Asan example of the reasons 
ziven in support of this law, I may refer to statements recent- 
y made, apparently on official authority, as to the value of the 
roads of this company, based on the cost of the half-built and 
half-equipped lines of 20 years ago. With equal justice and 
propriety might the farming lands of to-day, the value ot 
which these roads have done so much to enhance, be estimated 
with reference to their original cost of 10 shillings an acre 30 
years ago. No more money can now be obtained from any one 
anywhere for the construction of railways in Wisconsin, or for 
the providing of equipment for existing lines, and a stoppage 
of many contemplated improvements has become a matter of 
necessity. All object and motive on the part of the stock- 
holders in our railroads to improve the value of their property 
by further advances of money are now obviously cut off; for, 
looking at the ‘‘ Potter law” and the arguments by which it is 
sustained, what security is there that a future Legislature may 
not appropriate to the public use, without equivalent, all the 
benefits new outlays may have created ? 

We do not seek the advancement of the interests of our 
company at the expense of the other interests of the State, 
ond t have no doubt it wiil soon be found that any law which 
discourages the investment of private capital in corporate 
undertakings cannot but eventually be highly prejudicial to 
the proeperity and development of the State at large. If it be 
the case when a number of individuals join their capital and 
combine in a corporation for some great public work that the 
have no constitutional rights which the Legislature is boun 
to respect, but that the very existence of their capital is sub- 
ject to the caprice of a majority of those annually elected to 
the Legislature, it behooves, to say the least of it, those hold- 
ing this unlimited power to exercise 1t with the greatest pru- 
dence and care, and it requires no great sagacity to see thet 
such ill-advised, hasty and reckless measures as the ‘ Pottcr 
law” must forever stop the investment of capital, both by our 
own ner and strangers, in those great public enterprises 80 
essential to the development of our State. In view of the fact 
that the income to which this company is fairly and honestly 
entitled will, so long as the present law remains in se 
be mgr: | impaired, the question presents itself, wha 
course ought it to pursue? Two courses are open—either 
to cut down its train service in respect of both quantity 
and kind to an extent made nesessary by its diminish d 
income, thereby withdrawing from the public the full facili, 
ties and accommodations to which they have been accus- 
tomed in transacting their business, or to continue some 
thing near the present service, and submit to the loss thereby 
entailed. It would be with extreme reluctance that the 
directors would adopt the former course, and rather than do 
so they have decided to make for the present large sacrifices. 
They the more readily come to this conclusion because the 
Legislature of the State will meet in a few months, and be- 
lieving 1s they do that the * Potter law ” does not embody the 
real sentiments of the people of the State in regard to es 
roads, they feel confident that wiser and better counsels = 
then prevail than those which dictated that law, and that leg 
islation, just alike to the people and the railroads, will be en- 
acted. the 

1 deeply regret that your Excellency saw fit to regard, the 
communication of April last as in any manner a defiance uy bor 
authority of the State, or that our position should have ~ 
represented as one of rebellion against law. It was not 80 ie 
tended, but simply to notify you, and through you the peo 4 
of the State, of the course we felt compelled to pursue m4 of 
representatives of the property and interests committed nd 
charge, in order to obtain a — determination of the qn “ 
tions involved at the earliest possible moment. The decisi” 


Mirwavuxee & Sr. Pavt Rarmway, 





of the Court now demonstrates that had we submitted to eo 
law’ as passed, we should have needlessly sacrificed the nes 
and property of oar stockholders as to the inter-State’ mee 
of our road. While I have no doubt that your acvion, 
tempting to enforce this law was prompted by a eg ; 
charge your duty to the State, I trust you will find of 
ground in whet has cnomsred to accerd to me equal hones 
urpose in discharging the duties of my position. 
P Very respectfaily, ALEXANDER MITOHELL, President. 
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